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WHY JOIN A TRAFFIC CLUB? 


The purposes of the traffic clubs of the country are 
variously set forth in their respective constitutions and 
by-laws, but all have, in general, the same aim. We are 
speaking now, of course, of those clubs that admit both 
railroad and industrial representatives to their member- 
ship. Those eligible to join such clubs and the organ- 
izations that would pay the membership fees and dues 
for their employes, if they joined, are overlooking an 
opportunity when they stay out. 

Primarily, of course, the purpose of the traffic club 
is social. We say “primarily” and “of course” for the 
reason that the main purpose of such a club must be 
social in order to hold it together, though the sociability 
is by no measn the principal benefit to be derived from 
it nor the principal motive in urging men to join it. 
But the social feature is valuable and important and one 
who joins a traffic club gets full value for his money on 
this score alone. In the traffic club are gathered good 
fellows with bright minds united by a common business 
interest, who cannot fail to enjoy each other’s society 
and who find much pleasure in the various social activi- 
ties generally provided. 


Then there is the business reason for joining. Though 
solicitation of business in a club is, perhaps, not alto- 
gether good form, generally speaking, it is not to be 
denied that, through the traffic club, the railroad man has 
an opportunity to meet and become acquainted with his 
customers, actual and prospective, under circumstances 
that are impossible otherwise and, though he may not 
actually solicit business in the club rooms or at club 
meetings, he is indirectly making friends that will result 
in business. On the other hand, the industrial traffic 
man becomes acquainted with the railroad men to whom 
he must look for service, and it is not to be questioned 
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that this sort of acquaintance results in his getting more 
nearly what he wants or, at least, getting it more easily 
and under more pleasant conditions, 


Next, there is the educational feature. Though few 
clubs have what might be called educational forums 
(some of them do) all of them have occasions on which 
there are competent speakers on transportation subjects 
of interest to their members or open discussions in which 
members may take part. Even without these things the 
interchange of ideas at club meetings or gatherings of 
any sort is valuable. A man learns by mingling with 
others in the same business and absorbing their ideas 
and information. 


Last, their is the opportunity for public service. 
The traffic clubs, individually and through their national 
association, can do much to direct the public mind along 
proper channels in the consideration both of local and 
of national transportation problems. It ought to be the 
interest of transportation men and of the organizations 
that employ them to have these problems settled right. 
They can be settled right only through public education. 
This is a proper function of the individual traffic club 
in its own community, both as to local problems and as 
to local education in national problems. The function of 
the combined traffic clubs, acting nationally, is treated 
elsewhere. 


The only difficulty in considering the traffic club as 
both a social organization and an instrument for public 
service comes from the fact that some clubs do not draw 
the line strictly in admitting members. They take in 
practically anyone of the proper character and standing, 
regardless of his profession. Of course, there are not 
proportionately many of these outsiders in the clubs, but 


_the line should be drawn strictly, as many or, perhaps, 


most of the clubs do draw it. If the purpose of the club 
is purely social there is less reason for drawing this 
line. If the educational feature and the opportunity 
for public service are considered in connection with the 
social feature, there is every reason for drawing it. If 
the clubs are to take a stand on transportation questions 
for the guidance of the public—as we think they should 
do—then their membership should be kept pure, so that 
they may truthfully say that they represent men com- 
petent to speak on such subjects. The membership should 
be confined to men whose business is transportation or 
whose interests lie in that direction to such an extent as 
to give them information and make their opinions worth 
while. 
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Personal Service to Shippers 


Although the volume of freight shipped 
by ‘“‘Traction”’ is steadily growing, the 
Illinois Traction System will never grow 
so large that it will not watch over your 
shipment with a personal interest. 
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There is nothing like clasping the hand 
of the shipper and knowing his particu- 
lar problems. For the shipper, there 
is nothing like knowing he is getting 
personal service. 
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December 29, 1923 


THE ASSOCIATED TRAFFIC CLUBS 

The Associated Traffic Clubs of America, a national 
organization to membership in which all the traffic clubs 
of the country that are composed of both railroad and 
industrial representatives are eligible, has been in exist- 
ence a year and a half. There are, perhaps, as many as 
seventy clubs eligible to join. Forty-two of them have 
joined. The association, thus, is an accomplished success, 
so far as organization is concerned, and is, in our opinion, 
proving its value in the consideration it gives to public 
transportation questions. Still there remain out of the 
organization a number of clubs that we believe ought to 
join and that would profit by joining. The question, 
therefore, arises, why join the national association? 

The first objection that one hears to a club becoming 
a part of the national organization is that the clubs are 
social in character. This we have answered elsewhere. 
If a club is to remain purely social then it could have 
no reason for joining the national association, but we 
do not think it should remain purely social. As we have 
said, sociability is the primary consideration in the or- 
ganization of a traffic club and ought not to be either 
ignored or minimized, but neither ought it to be allowed 
to prevent the clubs from seeing their opportunity to do 
something for their country through a national associa- 
tion, as the individual clubs ought to do for their respec- 
tive communities. It would seem to us a shame if the 
traffic clubs of the country, composed of thousands of 
men who understand the transportation problem in all 
its phases and whose ideas as to what legislation ought 
to be enacted and what ought not to be enacted, and 
what policies of regulation ought to be pursued, are val- 
uable, should refrain from doing what they could to 
bring about the proper conditions. ‘The national associa- 
tion offers nationally the opportunity that the individual 
clubs have locally. 

We hear also the objection that what the traffic 
clubs think or do is unimportant for the reason that the 
traffic clubs are not really composed of men engaged in 
transportation work but are made up of good fellows 
from every walk of life. Our answer to that is that it is 
not true to any great extent in any but a very few clubs 
and that, to whatever extent it is true, the condition should 
be changed, whether there is a national association of 
traffic clubs or not, or whether or not a traffic club 
attempts to do anything but have a good time. Why call 
a club a traffic club if it does not mean anything? 
Certainly it is true that a traffic club of that kind could 
be of little help to the national organization and we take 
it that it is not wanted by the national association any 
more than it wants the national association. 

But the principal objection to the national associa- 
tion—and it is made, insofar as it is still made, by persons 
who have not watched the work of the organization and 
whose ideas of what can or cannot be done were wrong 
in the first place—is that traffic clubs, composed of both 
tailroad and industrial men, cannot agree to any im- 
portant extent. To those who think they see the oppor- 
tunity for and the development cf cooperation between 
carrier and shipper in working out their common prob- 
lems, this argument did not sound good at any time. All 
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that is necessary to answer it now, however, is to point 
to what the national association of traffic clubs has done. 
It has agreed, in its delegate convention, on many things, 
and the action of the delegates has been ratified by 
member clubs. It has declared, for instance, as to the 
kind of appointments that should be made to the Inter- 
state Commerce Commission; as to legislative policy 
that should be followed at this session of Congress; and 
against the so-called Warfield car-pooling plan. Not all 
subjects that are brought before it can be subjects of 
unanimous or practically unanimous agreement. Such, 
for instance, was the proposal to recommend Interstate 
Commerce Commission control of intercoastal steamship 
rates. Where such a subject arises, however, and is con- 
sidered by member clubs from sectional or selfish points 
of view, it is easy to refrain from action. The association 
does not expect or hope to settle everything. It only 
hopes to utter the combined views of the traffic clubs of 
the country on such subjects as they can agree on. 


It seems to us that if one admits that it is a proper 
and valuable function of an individual traffic club to 
express its opinions on transportation matters that are 
up for public discussion (and most of the clubs do that) 
then it unquestionably follows that a national association 
is valuable, for in crystallization of views and united 
action are to be found the efficacious method of going 
about this business. What one club may do may have 
some effect. But if what it does is good and is ratified 
by all the other clubs, and then some punch is put behind 
it in presenting it to those whom it concerns, how much 
more good will result? 

The association of traffic clubs, then, offers the means 
of crystallizing and uniting the sentiment of railroad and 
industrial transportation men all over the country where 
they can agree on national policies. They can agree and 
they do agree where they try to get together. To say 
otherwise is to display ignorance, not only of human 
nature but of the trend and necessity of the times. 
Differences there will always be as to details, even 
among shippers or among carriers, but, as to main issues, 
agreement can nearly always be found. And there never 
was a time when it was more necessary that the public 
and those in high office should be made aware of the 
opinions of those who are competent to express them. 

As a minor, though important, feature of value in the 
national association, may be mentioned the education 
it affords the clubs as to what the other clubs are doing. 
One of the interesting things on the docket at the recent 
Cleveland meeting of the association was an hour and 
a half devoted to hearing club delegates tell of the prob- 
lems of club management and administration that vexed 
them and the suggestions made by others to help them. 
Through it can be contrived methods of preventing con- 
flict in the dates of annual dinners of clubs in the same 
general territory, for instance. In many other ways can 
the national association be of help to the member clubs. 
And it may be said, last, that no matter whether or not 
the discussion of national problems results in definite 
action that brings results, the discussion itself is of bene- 
fit to the clubs and their members, 
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REVIEWS 1923 RAIL HISTORY 


Class I railroads will show a net railway operating income 
of approximately $980,000,000 for 1923, according to an estimate 
contained in a general review of railroad accomplishments in 
1923 prepared by the American Railway Association. This will 
represent a return of 5.11 per cent. The statement issued by 
the association follows: 


Unprecedented achievements in meeting without difficulty the 
transportation needs of the country have been accomplished by the 
railroads of the United States during the year 1923. 

Not only have the rail carriers successfully transported the great- 
est freight traffic in their history, but they have done so without any 
transportation difficulties whatever and with virtually no car short- 
age. They have also at the same time improved the physical condition 
of their rolling stock to the highest point in years. 


Freight Loading 


With complete reports available for the first forty-nine weeks— 
that is, from January 1 to December 8, inclusive—estimates for the 
last three. weeks of the year, loading of revenue freight in 1923 totaled 
approximately 49,844,000 cars, an increase of 15 2/5 per cent over 1922 
and 10% per cent greater than in 1920 when freight traffic was the 
heaviest on record. Loadings in 1923 also exceeded the war period of 
1918 by nearly 12 per cent and 1921 by almost 27 per cent. 

During nine consecutive months this year, loadings have averaged 
more than a million cars weekly—a remarkable record in itself. The 
peak loading was reached during the week which ended September 
29, when the total was 1.097,274 cars, 78,735 cars or 8 per cent in ex- 
cess of the record established in 1920 when 1,018,539 cars were loaded 
in one single week, which record stood until this year when it has 
been surpassed in seventeen separate weeks. 

As a result of a campaign inaugurated early last spring by the 
railroads in anticipation of a record breaking freight traffic this 
year, there was a noticeable increase in the earlier movement of vari- 
ous commodities, which resulted in making available an increased 
amount of freight equipment for the crop movement in the late sum- 
mer and fall months. This was especially noticeable in respect to the 
earlier movement of such commodities as coal and road building 
materials. 

Tentative reports indicate an increase over 1920 in freight traffic 
measured in net ton miles of approximately 25/10 per cent. For the 
first ten months this year, reports for which are already completed, 
it amounted to 386,028,000,00C net ton miles or 2 51/190 per cent in- 
crease over the corresponding period in 1920, and 28 2/100 per cent 
over the same month last year when freight traffic was affetced by 
the strikes of both coal miners and railway shopmen. 


Earnings 


Despite the fact the railroads have handled the largest business 
in history, they have failed to realize the moderate return contem- 
plated by the level of existing transportation charges. Earnings of 
the Class I carriers are expected for the calendar year of 1923 to 
approximate $980,000,000 or 5 11/100 per cent on their tentative valu- 
ation as fixed by the Interstate Commerce Commission for ratemak- 
ing purposes. This estimate is based on complete reports for the first 
ten months, which showed a net operating income of $821,530,739 or 
5 21/100 per cent on their tentative valuation. 

In 1922 the Class I carriers earned $776,665,960 or 4 14/100 per 
cent, and in 1921 it was $615,945,614 or 3 33/100 per cent. 


Freight Rate Reductions 


There was a general 10 per cent reduction in freight rates and 
charges by the Interstate Commerce Commission, which became 
effective July 1, 1922. It is estimated by the Commission that the 
effect of this reduction in rates during the calendar year 1923 was to 
lessen the total freight transportation charges paid by the shipping 
public by more than $500,000,000. 


New Equipment 


In accordance with the program unanimously adopted at a meet- 
ing last April in New York for the purpose of providing adequate 
transportation in 1923, the Class I railroads have placed in service 
nearly 200,000 new freight cars and about 4,000 new locomotives. 
Detailed figures for the full year are not available, but from January 
1 to December 1 new coal cars installed totaled 75,246; box cars, 
70,206: refrigerators, 20,520, and stock cars, 4,857. During the same 
period reports showed 3,704 new locomotives placed in service. New 
freight cars on order December 1 totaled 36,789 and new locomotives 
739 with deliveries being made daily. 


Capital Expenditures 


In order to provide for this new equipment so as to meet the 
growing transportation requirements of the country, enormous ex- 
penditures exceeding those for any previous year have been made. 

Capital expenditures for equipment and other facilities alone 
actually made in 1923 totaled: $1,075,897,940, compared with $429,272,- 
836 actually expended in 1922. In addition there was carried over into 
1924 authorizations made this year for similar capital expenditures 
amounting to $300,806,519. This makes a total of $1,805,977,295 ex- 
pended or authorized for capital improvements during 1922 and 1923. 

Class I railroads in 1923 also expended for fuel. materials and 
supplies used in current operation and maintenance approximately 
$1,800,000,000, compared with $1,668,573,271 in 1922. This amount was 
expended in addition to expenditures made on capital account for 
increasing their facilities made almost entirely from borrowed money 
on which the going rate of interest must be paid. 

This means a total of $3,176,704,459 representing capital expendi- 
tures or authorizations in 1923 for increasing facilities, plus expendi- 
tures in that year for fuel and materials and supplies used in cur- 
rent operation and maintenance. This amount has gone to the indus- 
tries of the country and represents one of the main reasons for the 
expansion of business and the employment of industrial labor, which 
in turn has been a prime factor in the increase in domestic demand 
for both products of industry and of the farm. 


Surplus Freight Cars 


The railroads at the end of 1923 had more than 225,000 surplus 
freight cars. in good repair and immediately available for service if 
necessary. while there was absolutely no car shortage reported. 
Despite the fact that loading of revenue freight by far exceeded 
previous years, there has been a _ supply of surplus freight cars 
throughout the summer and fall, the minimum having been 24,000 
cars on October 23. 

Equipment Repairs 


There was also a substantial improvement in the condition of 
railway equipment at the end of this year, reports showing that on 
December 1, the latest date available, 155,626 freight cars, or only 
6 8/10 per cent of the ownership, were in need of repair. This was 
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a decrease of 60,385 cars compared with the number in need of repair 
on January 1, at which time there were 216,011 of 9% per cent. This 
shows that the railroads were not only able to keep pace with the 
current repairs despite the fact that traffic was the greatest in his- 
tory while at the same time they were able to bring about a reduction 
in the number of cars in need of shopping. Of the total number on 
oe or oage g 1, only 116,697, or 5 1/10 per cent, were in need of heavy 
repair. 

Locomotives in need of repair also showed a substantial decrease, 
there having been on December 1, 10,572 or 16 4/10 per cent of the 
ownership in need of repair, compared with 15,549 or 24 1/10 per cent 
on January 1. This was a reduction of 4,977 locomotives. Locomo- 
tives in need of heavy repair on December 1 totaled 9,755 or 14 9/10 
per cent. 

Freight Car Record 


Reports also showed that the average daily movement per freight 
car this year has been the highest on record, the daily average for 
October having been 30.7 miles. This record has never been ap- 
proached for the country as a whole during any month since the 
vompilations of these records began in 1917. The average movement 
per car for the first ten months this year was 27.9 miles compared 
with 22.9 miles for the corresponding period last year, or an increase 
of five miles. It was also an increase of three miles over the corre- 
sponding period in 1920. 

In computing the average movement per day, account is taken 
of all freight cars owned, including all freight cars in transit, cars 
in process of being loaded and unloaded, cars undergoing repairs, and 
also cars on side tracks either awaiting repairs or for which no load 
is immediately available. The average load per freight car in Octo- 
ber amounted to 27 tons, seven-tenths of a ton less than the same 
month last year. The average load per car for the first ten months 
in 1923 was 28.0 tons compared with 26.5 tons during the same period 
last year and 29.0 tons during the same period in 1920. 

Coal Record 

The railroads in 1923 also placed in storage for their own use 
the largest supply of coal ever set aside by them for that purpose, 
while at the same time they established a new record in the amount 
of coal moved to Lake Erie ports for shipment by water up the 
lakes, the total amount moved to such ports this year having been 
31,313,000 tons. 

Regional Shippers’ Boards 

The year of 1923 has also seen the organization by the car service 
division of the American Railway Association of seven Regional Ad- 
visory Boards. The organization of these boards, which are entirely 
controlled by shippers, is being continued so that they will ultimately 
extend throughout the United States. Boards already crganized follow: 

Northwestern Regional Advisory Board, for the states of Montana, 
North Dakota, South Dakota, Minnesota and Northern Wisconsin, 
with headquarters in Minneapolis. 

Central-Western Board, covering the states of Nebraska, Wyo- 
ming, Colorado, Utah and Idaho, with headquarters in Omaha. 

Southeastern Board, covering the states of Alabama, Mississippi, 
Georgia, Florida, North and South Carolina, with headquarters in 
Birmingham. 

Southwestern Regional Advisory Board, covering the states of 
Texas, New Mexico, part of Oklahoma, Arkansas and Louisiana, with 
headquarters in Dallas. 

Trans-Missouri-Kansas Advisory Board, covering the states of 
Kansas, Missouri, parts of Illinois, Oklahoma and Arkansas, with 
headquarters in St. Louis. 

Great Lakes Board, covering the southern peninsula of Michigan, 
northern Ohio, northwestern Pennsylvania and northwestern New 
York, with headquarters in Toledo. 

Ohio Valley Regional Advisory Board, covering the states of West 
oe. Kentucky and part of Indiana, with headquarters in Cin- 
cinnati. 

In addition, similar boards will be organized in New York on 
January 3 for the middle Atlantic states, and another one next month 
in Boston for the New England states. It is also planned to organize 
a similar board in Pittsburgh, Pa., within a few weeks. 

The purpose of these boards is to form a common meeting ground 
between the shippers and the railroads for the mutual understanding 
of local and general transportation requirements and to analyze 
transportation needs in each territory. 


RAILROAD BILLS IN CONGRESS 


Representative Dyer of Missouri has introduced a bill (H.R. 
4168) to amend an act of February 13, 1913, providing for pun- 
ishment of persons for unlawful breaking of seals of railroad 
cars containing interstate or foreign shipments, the unlawful 
entering of such cars, the stealing of freight, etc. The amend- 
ment is designed to meet the decision of-a federal court at 
St. Louis that the present act does not apply to thefts of 
freight at stations and depots. 

Representative Schall of Minnesota has introduced a Dill 
(H, R. 4146) to prohibit collection of a surcharge on travel in Pull- 
man cars. Representative Denison of Illinois has introduced a bill 
(H. R. 4107) for the protection of persons employed on railway 
express cars, railway baggage cars and combination express 
and baggage cars. 

Representative Newton of Minnesota has reintroduced his 
bill (H. R. 4135) amending paragraph (11) of section 20 of the 
interstate commerce act so that the delivering carrier may be 
proceeded against in the same way that the originating carrier 
may be proceeded against under the paragraph as it stands. 
The bill also would amend the last proviso of paragraph (11) of 
section 20 so as to exempt from notice by the claimant of 
intention to claim damages for loss due to delay in transit, as 
well as damage resulting from delay in loading or. unloading. 

Representative Huddleston of Alabama has introduced a bill 
(H. R. 4113) providing for amendment of paragraph 11 of sec- 
tion 20 of the interstate commerce act so that common carriers 
would be required to settle loss and. damage claims within 
ninety days from the time of the filing of such claims with an 
agent of the carrier and punishing each failure with a penalty 
of $50, to be recovered by the claimant, The bill provides that 
unless a claimant recovers the full amount claimed no penalty 
shall be paid by the carrier. 
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Current Topics 
in Washington 


Commission Keeping Its Head.—Favorable comment has 
been made on the fact that, notwithstanding President Cool- 
iidge’s message to Congress, the Commission hag not rushed 
into @ general rate inquiry. The comment has been made, of 
course, by those who have some conception of the complexity 
of rate adjustments. Action for an inquiry immediately after 
the President’s recommendation for a reorganization of the 
freight rate structure would have been followed by propaganda 
by those who have not perceived that the harm resulting from 
lowered freight rates probably would overbalance the good and 
by those whose idea of reorganization is reduction. It is far 
from certain that President Coolidge has recommended some- 
thing practicable. That is the fact notwithstanding that what 
is regarded as a like recommendation was made by the special 
committee of the Chamber of Commerce of the United States, 
made up in part of traffic managers for shippers and traffic 
vice-presidents of railroads. The theory of shifting the burden 
of comparatively high rates from traffic that can ill bear it to 
such as could carry it with less distress, most advied men 
gladly admit, is beyond attack. However, a president of the 
United States once gained considerable notoriety, if not fame, 
by observing that it was a condition and not a theory that 
confronted the country. Respecting railroad freight rates, it 
might be observed that just at present the suggestion is that 
a theory be substituted for a condition. An inquiry, such as 
the President suggested, would involve every rate in the coun- 
try. Every shipper would be forced to take heed lest the rates 
he pays be put up. That means that every business would be 
more or less unsettled. And to what end, it might be in- 
quired. To the end that a study might be made as to whether 
fine raiment and luxuries could be forced to pay such greatly 
inflated rates as to make it possible that coal, coke, the grains 
and other foodstuffs in the raw, and other “basic commodities” 
might be moved for smaller sums per ton or per 100 pounds. 
Secretary Hoover has been talking along that line for years. 
Someone would perform a great service for the country were 
he to assemble statistics showing about what tonnage might 
be put into the classification of fine raiment and luxuries. The 
carloading statistics showing merchandise would not do. Canned 
goods, moving out from wholesale groceries, dry goods, pianos, 
phonographs, and things of that kind come within that classi- 
fication as well as boots, shoes and clothing. But the bulk of 
that kind of freight is small in comparison with the bulk of 
the “basic commodities.” The railroads of the country haul 
about twenty tons per capita each year, perhaps a little less 
rather than a little more. Fuel alone easily runs five tons per 
capita. Lumber, iron, sand, gravel, cement, and the necessary 
foods bring the total up to at least sixteen tons. Roughly 
speaking, the things not falling within the classification of 
“basic commodities” constitute the rest. These figures, of 
course, are mere approximations and not intended to be taken 
as any other than indices of the content of the national market 
basket commonly called the railroads. The things in that fine 
raiment and luxury list are the things that could be hauled 
by motor, If the rates were put up so that it would cost, for 
instance, a dollar to send a man’s suit from New York to 
Chicago, the roads would become so choked with motors as 
to make the jam on the front in Flanders look like slight con- 
gestion. The rule that forces the government to lay an import 
tax of only ten per cent on diamonds and precious stones would 
work in this case. Any rough shifting of cost from coal to 
fine raiment and luxuries, it is believed to be obvious, would 
merely reduce the freight revenue of the railroads. Therefore, 
it is suggested, the Commission is entitled to the favorable 
comment that has been made on the fact that it has not rushed 
off to make a precipitate inquiry into the shifting of burdens 
from “basic commodities” to the things that could stand a 
flat increase in freight rates, if theory were the same as fact 
in this instance. 





__ Rates that Entice——There has been a question for a con- 
Siderable time whether, in the last ten or fifteen years, too 
much attention has not been given to the cost of service phase 
of the rate-making problem. All human thought and action 
seem to move in long and fairly regular curves like those 
described by the pendulum of a clock, which is not a discovery 
but a mere re-statement of experience. That close attention to 
the cost of service probably was the reaction from the time 
when the rule was to get the traffi, no matter how much the 
Toad might have to pay for the privilege of carrying it. That 
was the period in which the traffic man worked his eclipse 
and gave the operating man the long start for the executive 
Positions. It has seemed at various times, in the last eight 
years, as if the carriers had wholly turned their backs on the 
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making of rates that entice business to their cars and rails. 
At times, too, the Commission, in forbidding rate reductions, 
which prohibitions were not based on findings of discrimination 
between persons, commodities, or communities, has seemed to 
assent to the proposition that an efficient railroad may not 
make rates that give it some return because such rates would 
tend to reduce the chances of the roads earning the return 
set as standard in section 15-a. The Southern Pacific and the 
Illinois Central, in the salt cases, challenged the power of the 
Commission, in the exercise of the minimum rate power, to 
forbid them to make rates from Salt mines in Louisiana that 
would cause them to haul more salt than they have been able 
to obtain for transportation under the rates they desire to 
reduce. Their thought was that the minimum rate power was 
conferred, not as an aid to section 15-a, but in aid of the third 
section. Regardless, however, of the purpose of Congress in 
enacting that part of the law, the suggestion among experi- 
enced traffic men is that, unless there is always an acknowl- 
edgment that a railroad may make rates to attract business, 
the outcome will be bad for both the railroads and the country. 


In other words, there must be elasticity and not rigidity in 
that matter, 





Public Convenience Certificates —Since the Commission de- 
nied the application of the Virginian for permission to extend 
its line so as to bring about the development of more coal 
mines, much straw has been threshed in respect of the Com- 
mission’s power to forbid the extension of railroads. No an- 
nouncement has ever been made nor is it likely that one will 
ever be made ag to the conditions under which certificates 
of public convenience and necessity will be issued. But it 
seems reasonably certain that the only time a certificate will 
not be issued is when the project is one in which the selling 
of stocks and bonds seems to be the main idea. In other words, 
the section may be administered merely as a blue sky law for 
protection of overenthusiastic communities and investors worked 
into a senseless enthusiasm for railroad building by the propa- 
ganda of shrewd promoters. Just the other day the Commis- 
sion authorized the receiver of the Denver & Rio Grande West- 
ern to buy a line that is to be constructed by a coal company 
for the development of another mine to be added to the over- 
development of the country in that regard. The Rio Grande, 
of course, has been furnishing 100 per cent car supply for a 
considerable period. The Commission, in issuing the certificate, 
did not go back in its report, as it did in the case of the 
Virginian, and point out the shortcomings, if any, of the Rio 
Grande in the last two or three years. Possibly the Rio never 
fell down in its duty to the mines on its rails. If it did not, it 
is suggested, it was one of the few roads able, in the periods 
of coal shortage, to furnish a complete supply. Not a word 
was said in the report about the supply of coal mines. It may 
be that the discussion about the Virginian brought out the 
fact clearly that there is nothing in the law that authorizes 
the Commission to consider the supply of this, that, or the 
other thing, in the country as a whole, as one of the factors 
to be considered in relation to a particular railroad serving, 
primarily, not the whole country, but only a small part of it. 
The Commission tries to keep within the four corners of the law. 





Help for the Idler.—If, as some believe, the Commission 
orders the establishment of comparatively low rates on soft 
coal from the southern West Virginia fields to the territory 
north of the Potomac River, that act will be regarded as akin 
to legislation for overcoming the effect of deliberate idleness— 
of loafing, to use plain language. Strikes in the coal industry 
(deliberate idleness) caused the suggestion for such rates to 
be made, Operators in southern West Virginia, being exceed- 
ingly human, put into the record of the anthracite investiga- 
tion figures believed by them to warrant the making of rates 
to carry coals through New Castle. No one, among consumers 
particularly, blames them for accepting the invitation to sug- 
gest such rates. Had the public not tolerated the policy of 
strikes in the coal industry, the suggestion would never have 
been made. Having not only tolerated but often encouraged 
strikes of miners, the law-making power of the country must 
now be exercised to overcome the evil effects. But for strikes, 
hard coal would be moving into New England at lower prices. 
Miners and operators, acting and reacting on each other, have 
brought about the situation that prevails, characterized in 
many places by coal of exceptionally poor quality at exorbitant 
prices, in which the retailer does “his bit” in price raising 
because, while the strikes last, he distributes no coal. His 
mortgage, however, continues to draw interest. Seeing that 
the public will not fight for decency, the owners of coal lands 
are said to have demanded and obtained royalties as high as 
$1.25 a ton in the anthracite fields. Perhaps, in view of the 
fact that practically all legislation is for promoting the well- 
being of the unfit, the willing park bench warmer and the 
sullen promoter and harborer of self-pity, the fit, cheerful and 
industrious worker has no right to complain. He has allowed, 
if not encouraged, strikes. Therefore, it is up to him to pay 
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for slate, bone and dirt and try to burn them—if he has not 
time to pick them out of his coal before trying to use it. 
All the time he can warm himself with the fervor of his feeling 
of righteousness, product of a consciousness that, by reason of 
ne toleration of a strike, he has made life easier for some 
miner. 





Change in Commissioners’ Terms.—In view of the fact that 
every now and then vacancies on the Commission are caused 
by the failure of the Senate to confirm nominations, it has 
been suggested that it would be in the interest of shippers and 
carriers if the terms of the commissioners were made to expire 
about October 31. Congress is seldom in session then, All 
nominations could be made in the recess of the Senate. Such 
appointments would hold good until the end of the following 
session of Congress and, thus, avoid the vacancies such as will 
take place at midnight next Monday. It is true that the Con- 
stitution authorizes the President to fill vacancies that “happen” 
while the Senate is not in session. It igs also true that “happen” 
is supposed to be used only in speaking of something not 
foreseen. However, it has been construed, for the making of 
appointments to offices, as if it meant “take place” as the result 
of volition. Much newspaper ink has been ued in discussing 
the appointing power of the President in various circumstances. 
President Roosevelt held a negro collector in office in South 
Carolina for a long time by appointing and reappointing him. 
Roosevelt acted as if he thought that as soon as Congress ad- 
journed a vacancy “happened” and the Constitution gave him 
the power to do what he did. The Roosevelt nominee was 
not rejected by the Senate. It simply failed to act on his 
nomination. In circumstances like that, other presidents came 
to the conclusion that the Senate did not like the man and 
piicked somebody else. To be sure, Roosevelt was playing 
politics. He did not like Senator Tillman, whose opposition 
caused the appointee’s nomination to be held upon the ground 
that the nomination was personally obnoxious. Such an objec- 
tion is usually equivalent to a veto, or was in the days before 
senatorial courtesy became a hissing and a reproach. No sen- 
ator, however, has ever filed such an objection to a man nom- 
inated to a commissionership, Objections to Commission nom- 
inations have been based on views expressed by the nominees 
on questions of public policy or on regulation cases. A.E.H. 





RAILROAD CONSOLIDATION 


(Abstract of an address made by Dr. Lewis H. Haney, Professor 
of Railway Transportation in New York University, before the Amer- 
ican Economic Association at Washington, D. C., December 28.) 


We are in danger of plunging too hastily into a program 
of railway consolidation. One of the chief points I would 
make is that a great deal more study of the problem is required 
before any consolidation program can be accepted. 

The purpose of the transportation act has not been suffi- 
ciently analyzed. Instead, we have been going on the assump- 
tion that there is some general merit in consolidation, but, in 
my judgment, the most that can be said is that some con- 
solidations are good, while others are bad. 

The chief immediate purpose of the act is to eliminate the 
“weak roads.” But there has been no adequate study to de- 
termine what roads are truly weak and the reasons for their 
weakness. I doubt if there would be any great agreement as 
to whether such roads as the Chicago & Northwestern, the 
Chicago & Eastern Illinois, and the Kansas City Southern are 
weak. There are a dozen different causes of weakness, and 
it is pretty clear that no general scheme of consolidation can 
possibly remedy the numerous different situations. 

In some cases it would be better to break up the existing 
consolidations rather than to make new ones. 

' Mr. Ford’s Detroit, Toledo & Ironton Railway was formerly 
a weak road. It illustrates my point that it did not require 
consolidation to remove it from the ranks of the weak. Mr. 
Ford does not want to consolidate his formerly weak road with 
any other systems. 


In some cases, weakness is due to the existing rate struc- 
ture. Both in the northwest and the southwest there is a 
general weakness among the railways. The Chicago & North- 
western and the Chicago, Milwaukee & St. Paul show traffic 
and operating results very similar to the Katy and the Mis- 
souri Pacific. These results are due to overbuilding and to 
low rates and there appear to be only two alternatives— 
either a line or two must be abandoned or the rates must be 
raised. Putting the weak sisters together will do no good. 
If the people in these sections want the existing railway serv- 
ice, can anyone tell me why they should not pay for it, and 
if they cannot afford to pay, can anyone tell me how consoli- 
dation will make their railways strong? 

If a road needs reorganization, reorganize it. 
not necessarily mean consolidation. 

The preservation of competition is to be emphasized as a 
purpose of the act, yet there is no evidence of a careful analy- 
sis of the problem. The chief kind of competition that can 


That does 
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exist among railways is the competition among markets or 
producing centers which affects railways as agents. 

The Seaboard Air Line and the Illinois Central are agents 
for the competition of Chicago territory and New York ter. 
ritory for the markets of the southeast. They should, there. 
fore, not be consolidated as is proposed. 

The Baltimore & Ohio should be encouraged to remain 
chiefly dependent on Baltimore in order to preserve the com- 
petition among the nortth Atlantic ports which is based upon 
having a main trunk line as the chief agent for each one of 
those ports. 

One of the chief weaknesses of the proposed plan of con- 
solidation is its attempt to make systems of equal size and 
symmettry. Weakness has nothing to do with size. Many 
small roads are strong. 

As a general thing, there are a good many relatively short 
railways which serve to connect important centers and are 
the bridges used by numerous other lines which lie beyond 
those centers. Thus the Chicago & Eastern Illinois is used 
as a bridge between a group of southwestern railways and 
various trunk lines east of Chicago. Such “bridge lines” are 
commonly strong enough and they should not be forced into 
consolidation with any one of the lines which they serve. This 
might injure the others. 

Much the same may be gaid of terminals. At the larger 
cities, I believe, the ultimate consolidation lies in the estab- 
lishment of open terminals jointly owned by all the railways 
which enter the city, 

In conclusion, I am strongly opposed to compulsory con- 
solidation, as I believe it would work incalculable harm to the 
country. <A large part of the west is not ready for consolida- 
tion. For example, I think the proposed plan unsound in that 
it does not allow for an independent north and south system 
between the Missouri River and the Gulf. Instead, it forces all 
the southwestern roads into a funnel based on Chicago. 

We need careful and detailed analysis of the causes of 
weakness and exhaustive traffic studies before we can go fur- 
ther with a so-called plan of consolidation. We need such 
study as is sometimes made in city planning. If we were to 
give as much study to this matter as we have given to the 
plight of the wheat farmer we might be well on the way. 


ARGUMENT ON CONSOLIDATION 


The Commission announced this week that, at the oral 
argument in No, 12964, consolidation of railroads, beginning 
January 7, parties who had indicated a desire to be heard would 
appear in the following order: 


Monday, January 7—New York Central, Pennsylvania, Balti- 
more & Ohio, Reading, Port Authority of New York. 

Tuesday, January 8—Merchants’ Association of New York, 
Pennsylvania Chamber of Commerce, Philadelphia Trade Bodies, 
Anthracite Coal Operators’ Association, Delaware & Hudson, Nickel 
Plate, Buffalo, Rochester & Pittsburgh, Boyne City, Gaylord and 
Alpena, New Haven, Boston & Maine, Maine Central. 

Wednesday, January 9—City of Boston, Storrow Committee, 
State Chamber of Commerce of Maine, Chesapeake & Ohio, Norfolk 
eS annem Atlantic Coast Line and Louisville & Nashville, Illinois 

entral. 

Thursday, January 10—City of Mobile, Ala., Union Pacific, 
Burlington, Northern Pacific and Great Northern. 

Friday, January 11—Burlington and others; Duluth, Missabe & 
Northern and others; Southern Pacific; Cotton Belt, Kansas State 
Commission and others. 


Saturday, January 12—Railroad Commission of Texas and 
others; City of Denver and others; Pueblo Commerce Club, Moffat 
Tunnel Commission and Soo Line.. 


N. Y. MERCHANTS ACT ON RAIL CONSOLIDATION 

The Merchants’ Association of New York will appear be- 
fore the Interstate Commerce Commission at its hearing Janv- 
ary 7 on the allocation of the Central Railroad of New Jersey 
and the Philadelphia & Reading Railroad. The association will 
urge that the belt lines and terminals at the port of New York 
be excluded from the Commission’s tentative plan and left 
under the jurisdiction of the Port of New York Authority. It 
will also urge that the Jersey Central and the Catawissa branch 
of the Reading be assigned to the New York Central rather 
than to the Baltimore & Ohio, but leaving the latter system 
full use of the Jersey Central terminals at this port. This 
action was taken on a report made by the transportation com- 
mittee, of which C. S. Keene is chairman, approved by the 
executive committee. 


GUARANTY AND DEFICIT CERTIFICATES 


The Commission has certified to the Secretary of the 
Treasury that it overpaid the Atlanta & St. Andrews Bay Rail- 
way Company to the extent of $42,458.25. under section 209 
(guaranty) of the transportation act, The Commission found 
that the amount necessary to make good the guaranty was 
$27,541.75, while it paid the carrier in advance $70,000. It has 
certified that $432,819.43 is due the Monongahela Railway Com 
pany and that $282,252.77 is due the Buffalo Creek in final set 
tlement of the guaranty. Under section 204 (deficit) it has 
certified that $18,224.08 is due the Montour Railroad Company. 
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WET WOOD PULP RATES 


An increase in rates on wet wood pulp, from International 
Falls, Cloquet, Brainerd and grouped points in northern Minne- 
sota to that part of central territory between the Indiana-Illi- 
nois line and the western termini of eastern trunk lines, has 
been found justified. The Commission, in I, and S. No. 1921, opin- 
ion No. 8954, 85 L C.._C. 95-98, said the present rates from Inter- 
national Falls to the destination territory involved had been 
shown to average about 10 cents under the combination rate 
to Chicago plus 90 per cent of sixth class, whereas the rates 
from Berlin, N. H., the eastern point of competition in produc- 
tion averaged about 13 cents under the rate to Buffalo or De- 
troit plus 90 per cent of the class rate beyond. The Commission 
said the increase from International Falls would increase the 
difference as the International Falls rates would become about 
7 cents under the combination. It said it was uncertain what 
weight should be given to that fact, in the absence of a showing 
in the record as to the propriety of a 23-cent rate from Interna- 
tional Falls to Chicago, 645 miles, in comparison with a rate of 
27 cents from Berlin to Buffalo, a distance of 647 miles. 

The increase that has been found justified was proposed 
largely because the C. F. A. lines insisted upon divisions out of 
the rates from northern Minnesota as high as those accruing 
from increased rates from the Fox River district. The Fox River 
rates were increased, the last time, December 30, 1919, without 
corresponding increases from northern Minnesota. The present 
purpose was to re-establish the spread of 6.5 cents between the 
two districts. The spread was established August 29, 1919, on 
representations that with such an adjustment the Minnesota 
mills would be able to compete with New England. 


“ARMY TANKS RECOGNIZED 


The army tank, by reason of the Commission’s decision in I. 
and S. No. 1895, Classification Ratings on Army Tractor Tanks 
(mimeographed without page or opinion numbers), has been 
recognized as an article of transportation worthy and necessary 
of being removed from a nondescript position to one in which it 
is described and properly rated. The decision is that the rail- 
roads have justified the schedules, filed to become effective August 
30 last, and that the suspension proceedings should be dis- 
continued. 

Protest by the Co-ordinator for Traffic of the Federal Traffic 
Board caused the schedules to be suspended, pending investiga- 
tion. At the hearing a difference of opinion among the railroads 
developed. The Southern Classification Committee was of opin- 
ion that the army tank was subject to the first class rating appli- 
cable in all classification to Machinery and Machines, N. O. I. 
B.N., in less than carloads. The others took the position that 
the machines and machinery ratings were applicable under the 
analogous rule. The Commission held the tank was not a 
machine in the general sense of the term and that therefore 
the analogous rule could not be invoked. It said that inasmuch 
as the tank was not used for hauling or drawing anything, but 
itself was the vehicle for carrying guns and men it could not 
be deemed a tractor or traction engine. It called attention to 
the fact that the item relating to tractors and traction engines 
specifically exempted those which were provided with vehicle 
beds or vehicle bed frames. The Commission said it was of 
the opinion that the rating on tractors and traction engines was 
hot applicable to tanks. 

The suspended schedules proposed specific ratings for army 
tanks first in less than carloads and third in carloads without 
guns. The Commission said such rating would clarify the tariffs 
and, under its findings, would effect a reduction in rates. It said 
that after tanks began moving in less-than-carloads facts de- 
veloped by experience might warrant renewed consideration of 
the ratings approved in this report. 

Commissioner Campbell dissented. He said the effect of the 
approval was to establish first class on army tanks, or one 
Class higher than on commercial tractors or traction engines 
weighing 8,000 pounds or more shipped singly. He said the 
transportation characteristics were the same. First class, he said, 
Seemed too high. He favored a second class rating on army 
tanks without guns, as well as on tractors and traction engines, 
Mm the three classification territories, on less than carloads. 


MICHIGAN CLASS RATES 


Abolition of zone B in Michigan ana that part of zone C 
constituting the “thumb” district,*lying between Saginaw Bay 
and Lake Huron, as a lower rated territory has been ordered 
y the Commission, effective not later than March 21. Class 
Tates and commodity rates bearing a direct relation thereto 
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in the territory mentioned are to be on the basis that prevails 
in zone A, which is the same as that prevailing in the rest 
of Central Freight Association territory. Put in another way, 
Central Freight Association territory is again to include part 
of the territory taken out of it and, erected into a differentially 
higher rated region in 1917, is to be restored to Central Freight 
Association. territory, as if it were a part of a lost province. 

The order to that effect is based on a report written by 
Commissioner Cox. on No. 13313, Michigan Traffic League vs. 
Ann Arbor et al., opinion No. 8951, 85 I. C. C. 47-65. The 
existing rates were found unreasonable and unduly prejudicial. 

Commissioners Hall and Potter dissented. The former set 
forth his reasons for the dissent, chief of which was that 
conditions in the affected territory now were substantially the 
same as they were in June, 1917, when the Commission, by 
its order in the Central Freight Association Class Rate case, 
45 I. C. C. 254, announced its conclusion that the railroads in 
the lower peninsula of Michigan, north of the line of the 
Michigan Central from Chicago to Detroit, were entitled to 
higher rates than the railroads in the part of Michigan south 
of that line and in the remainder of C. F. A. territory. He 
said the situation had not changed and that the only reason 
for putting the line between the part of the C. F. A. territory 
in which the basic rates of that territory should prevail and 
the territory north thereof was the insistence of the Michigan 
Central that it should be permitted to compete with other 
lines to and from Chicago. He said he found nothing in the 
record warranting the elimination of the differentials as to 
zone B and the thumb district; reduction in the differentials 
as to zones C and D; creation of a spread for zone C over the 
thumb district; or increases in the spreads of zone D over 
zones B and C, respectively, all of which would be brought 
about the enforcement of the order. The creation of spreads 
where none now exist and the increase of existing spreads 
between the rates to and from zone B, which is to be abolished 
in so far as differences of rates are concerned, and the thumb 
district on the one hand and zone C and D points on the 
other, he says, will subject shippers and receivers of freight 
in the latter zones to additional disadvantage. 

“The entire amounts of the differentials over the zone A 
scale accrue to the Michigan carriers,” says Mr. Hall. “Losses 
in revenue resulting from the elimination of or reductions in 
those differentials will fall upon the Michigan carriers alone. 
They can ill afford such losses, which will further curtail the 
already slender earnings of the stronger roads and bring defi- 
cits, or increased deficits, to some of the weaker roads.” 


The complaint was brought in behalf of the association 
the name of which appears in the title and in addition the 
Michigan State Farm Bureau, the Michigan Hardwood Manu- 
facturers’ Association, the Michigan State Millers’ Association, 
the Michigan Bean Jobbers’ Association, the Michigan State 
Grange, the Michigan Canners’ Association, the Furniture 
Manufacturers’ Association of Grand Rapids and the commer- 
cial organizations of the principal cities and towns in the lower 
peninsula. It alleged the class rates and all commodity rates 
which were directly or indirectly related to class rates, to 
and from all points in the lower peninsula, north of the main 
line of the Michigan Central from Detroit to Chicago, from 
and to all points in Central Freight Association territory, were 
unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial and unduly preferential of competing points in Central 
Freight Association territory. 


A similar complaint attacking intrastate rates was filed 
with the Michigan Public Utilities Commission, and joint hear- 
ings were held by the state and federal bodies. 


The report written by Commissioner Cox is historical and 
statistical without much discussion of the policy involved in 
the case, that is, as to whether the lower of the three-lettered 
differential zones established in 1917 should be abolished. In 
the decision establishing them the Commission provided a dif- 
ferential of two cents first-class for zone B over zone A, graded 
as to classes in accordance with the percentage relationship 
of the classes one to the other. The carriers worked out dif- 
ferentials for the other zones, six cents for zone C over zone A 
and seven cents for zone D. Those differentials, increased 
fifteen per cent, in accordance with the permission in the 
Fifteen per cent case, were made effective in September, 1917. 
Inflated and deflated in accordance with general rate revisions, 
they are in effect now. 

The Commission said the growth of manufacturers in zone 
B, which has as its representative cities Grand Rapids, Flint, 
Lansing, Bay City, Saginaw and Muskegon and such well-known 
smaller cities as Benton Harbor, St. Joseph and Port Huron, 
bad been particularly marked. It said that, from a traffic 
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standpoint, that zone had become the most important part of 
the state for the Michigan railroads. From 1914 to 1919 it 
increased, in the value of articles manufactured, approximately 
270 per cent, while zone A had increased only about 200 per cent. 
ge ang comparisons of that character the Commission found 
as follows: 


We find that the class rates and commodity rates bearing a di- 
rect relation thereto between points in the Lower Peninsula of 
Michigan north of the line of the Michigan Central Railroad from 
Detroit, Mich., to Chicago, Ill., and points in central freight associa- 
tion territory are and for the future will be unreasonable, unduly 
prejudicial to persons and localities in the Lower Peninsula of Mich- 
igan north of said line, and unduly preferential of persons and 
localities in central freight association territory south of said line 
to the extent that they exceed or may exceed the following: To 
and from zone B, as hereinbefore described, with the addition of the 
entire ‘‘thumb” district lying between Saginaw Bay and Lake Huron, 
the same distance scale of class rates as applies between points in 
central freight association territory south of said line; to and from 
zone C excluding the ‘“‘thumb”’ district rates exceeding the said scale 
by not more than 6 cents per 100 pounds, first class; to and from 
zone D rates exceeding the said scale by not more than 10 cents per 
100 pounds, first class; rates on the lower classes to bear the same 
percentage relationship to first class as they do in the said scale. 

The record does not warrant a specific finding as to rates to and 
from the west-bank Lake Michigan ports of Green Bay, Menominee, 
and Manitowoc, but in so far as such rates are based on the zone 
C scale they should be modified accordingly. 


With a view to lightening the work of the carriers in the 
publication of new tariffs, the Commission said: 


Defendants testified that mileages were published after an exten- 
sive mileage check, and one of their witnesses who participated in 
the mileage check stated that generally the shortest mileages were 
used over two lines when divisions were in effect if the single-line 
mileages greatly exceeded the short-line mileages. In the C. F. A. 
case we said that the carriers should not be required to figure 
mileages between all points because of the large amount of work 
involved, much of which would be unnecessary. We also recognized 
that inflations would occur at certain points under the proposed ad- 
justment. 

It is clear that there are points in zones C and D which should 
be named as basing points and also that some mileages have been 
computed over extremely circuitous routes. 

To require the defendants to make a complete recheck of the mile- 
ages would result in burdensome, expensive, and in many instances 
unnecessary work. The carriers will be expected to correct, by the 
addition of basing points and by the computation of mileages over 
reasonably direct routes, such instances of inflations as are brought 
to their attention. 


NEBRASKA HUMP CASE 


In the mimeographed report on No. 12709, Chamber of Com- 
merce of Grand Island, Neb., et al., vs. Aberdeen & Rockfish 
et al., written by Commissioner Cox (Traffic World, December 
22), the Commission ordered the removal of a hump in class 
rates on which are situated Columbus, Grand Island and Hast- 
ings, Neb., not later than March 20, by means of rates from 
points east of the Indiana-Illinois state line, from St. Louis 
and other Mississippi River cities, and from Chicago. The Com- 
mission held the existing rates unreasonable, unduly preju- 
dicial and unduly preferential, the preference being in favor of 
Omaha, Lincoln, Fremont and Beatrice, Neb., points in that 
state in a strip of territory on and west of the Missouri River 
to which rates are made on a basis differentially over Omaha. 
The latter has a basis what is known as the adjusted Missouri 
River equalization. The complaining cities, as a general prop- 
osition, have rates subtantially equal to the combinations on 
intermediate cities, in nearly all cases, Lincoln or Fremont, 
situated in the so-called differential territory. 


Removal of the prejudice is to be accomplished by the 
making of rates in accordance with three scales prescribed for 
the guidance of the carriers in checking in rates which the 
Commission said would be reasonable as well as non-prejudicial. 

The defendants insisted that the present case differed but 
little’ from a former case brought by Grand Island and Hastings 
to procure a revision of some of their class rates from eastern 
points, In that case, Grand Island Commercial Club vs. New 
York Central et al., 42 I. C. C. 401, the Commission found that 
the rates under assault had not been shown to have been or 
to be unreasonable or unjustly discriminatory. The complain- 
ants contended the case they had brought was much broader 
than the earlier one, in that all class rates, and not only some, 
were attacked in addition to presenting other differences. They 
claimed that all pertinent facts were not disclosed in the earlier 
case. 

The railroads contended that the normal adjustment of 
rates to all territory immediately west of the Missouri was 
combination on that basing line and that if the fact that the 
rates were made by combination had any bearing at all, the 
comparisons should be on the Missouri River combination. 
They pointed out that the Commission has prescribed overhead 
rates from Chicago and St. Louis to Colorado and Utah common 
points and from St. Louis to certain Kansas points, and that 
it had also prescribed proportional rates between the Missis- 
sippi and Missouri rivers, and local rates from Omaha to Colo- 
rado common points. Among their comparisons were showings 
that the first class rates from St. Louis to Hastings and Grand 
Island were 93 and 94.5 per cent of the full combination on the 
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Missouri River, as compared with 92.3, 87.1, 92.4 and 94.7 per 
cent to Salina, Kan., Wichita, Denver, and Salt Lake City, re- 
spectively. The lower percentage to southern Kansas, the report 
said, resulted from the fact that the short-line distance from 
St. Louis did not make through a Missouri River crossing. 

“Is the abrupt increase (in rates to the hump points) justi- 
fied by traffic and transportation considerations?” asked the Com- 
mission. After considering the traffic and transportation con- 
ditions, it said they did not justify the sharp up-grade of the 
rates to the complaining cities. In dealing with traffic and 
transportation conditions, the Commission did not overlook the 
question of relationship. In answer to its question and the col- 
lateral questions attaching themselves to the main one the 
Commission said: 


In so far as this record indicates, traffic and transportation condi- 
tions are not materially different in that portion of Nebraska lying 
between Lincoln, Fremont and Beatrice, on the one hand, and Grand 
Island, Hastings and Columbus on the other, from that in the terri- 
tory between the Mississippi River and Lincoln, Fremont and Beatrice. 
In our opinion no sufficient reason appears why rates from the Mis- 
sissippi River crossings and points beyond to Grand Island, Hastings 
and Columbus should differ widely, distance considered, from the 
rates from the same points to Missouri River cities, including Omaha, 
and to the three eastern Nebraska cities named. We find that the 
present class rate adjustment is unduly prejudicial to complainant’s 
members and unduly preferential of their competitors at Omaha, Lin- 
coln, Beatrice and Fremont. As has been noted, however, for many 
years an equalization adjustment has existed between the various 
Missouri River cities, Kansas City to Sioux City, inclusive, and rates 
to the three eastern Nebraska cities named have been made differen- 
tially with relation to the Missouri River rates for an almost equally 
extended period. While the record indicates that jobbers and ship- 
pers at Kansas City, St. Joseph, Atchison and Sioux City may be, and 
probably are to some extent, factors in the competitive situation in 
central and eastern Nebraska, complainants have directed their ef- 
forts to show prejudicie primarily to the situation at Omaha and 
Lincoln. Under the equalization adjustment material departures from 
a distance basis are frequent. In some cases rates for 200 miles are 
the same as for other hauls in excess of 400 miles. To prescribe the 
precise relationship which the rates to Grand Island and Hastings 
should bear to the rates to Omaha, Lincoln and other eastern Ne- 
braska cities is difficult upon the record before us and would appa- 
rently involve fixing the relationship which the rates to Lincoln, Fre- 
mont and Beatrice should bear to the rates to Omaha and other 
Missouri River cities. This phase of the situation has not been to 
any great extent considered in this proceeding and yet it is a phase 
of such importance that in our opinion no action should be taken 
which will disturb the long standing differential adjustment without 
a full and complete record upon which all interested parties have 
been given an opportunity of being heard. Therefore, at this time 
no definite relationship will be prescribed. 

Upon this record we find that class rates to Columbus, Grand 
Island and Hastings from points east of the Indiana-Illinois state line 
in Central, Trunk Line and New England territories are and for the 
future will be unjust and unreasonable to the extent that the com- 
ponents from the Mississippi River crossings, East St. Louis to East 
Dubuque, inclusive, exceed the following: 


To 
Class 1 2 3 4 5 A B C D E 
Columbus .....134 114 94 74 48 58 44 36 29 24 
Grand Island. .146 124 102 80 53 63 48 39 32 26 
Hastings ..... 146 124 102 80 53 63 48 39 32 26 


We further find that class rates from St. Louis and Mississippi 
River cities taking the same rates to Columbus, Grand Island and 
Hastings are and for the future will be unjust and unreasonable to 
the extent that they exceed the following: 


To 
Class 1 2 3 4 5 A B © D E 
Columbus ....146 124 102 80 53 63 48 39 32 26 
Grand Island. .160 13606: 112 88 58 69 53 43 35 29 
Hastings ..... 160 136 112 88 58 69 53 43° 35 29 


We further find that class rates from Chicago and points taking 
the same rates to Columbus, Grand Island and Hastings are and 
for the future will be unjust and unreasonable to the extent that they 
— the following: 


o 

Class 1 2 3 4 5 A B Cc D> = 
pe plc 154 117.5 87 61 74.5 60 46.5 39.5 33.5 
ran 


Island ...190 166 127.5 95 66 80.5 65 50.5 42.5 36.5 
Hastings ..190 166 127.5 95 66- 80.5 65 50.5 42.5 36.5 


Defendants will be expected to readjust their rates from Peoria, 
Til., and other related points in harmony herewith. The rates pre- 
scribed reflect the general reduction of 1922. 


The only rates to points in Nebraska west of the so-called Lincoln- 
Beatrice ‘differential territory’? which are in issue are those to 
Columbus, Grand Island and Hastings. It is evident that unless rates 
to other points in Nebraska and in neighboring states west of the 
Missouri River are adjusted in harmony with those here prescribed, 
many new inequalities and maladjustments will result. It is, there- 
fore, our view that carriers should, contemporaneously with estab- 
lishment of the rates prescribed, proceed to realign rates to these 
other points so as to bring about as nearly as may be an adjustment 
to destinations west of the Missouri River in harmony with the rates 
prescribed, both as to the percentage relationship of the classes and 
the level of the rates. 

We further find that the establishment of the rates above found 
reasonable to Grand Island, Hastings and Columbus will not wholly 
remove the undue prejudice herein found to exist. Defendants will 
be expected, not later than March 20, 1924, to submit in connection 
with Class Rates to and from Nebraska Points, No. 14625, a basis 
designed to remove the remaining prejudice. In submitting such an 
adjustment it.should be borne in mind that one of the outstanding 
difficulties with respect to the existing situation is the varying pe!- 
centage relationships between the classes to and from the various 
points. Without more uniformity in this respect, relative equality 
appears impossible. From the facts now before us we are inclined t? 
the view that the rates to all of the competitive points properly in- 
volved in the adjustment should be constructed upon the same class 
percentages. The record reveals numerous discrepancies in clas$ 
percentages and the level of the rates for like distances where 4P" 
parently there is much similarity in traffic and transportation con 
ditions. These discrepancies, together with the relatively large num- 
ber of formal and informal complaints in recent years alleging undue 
prejudice and preference in the class-rate adjustment in the regio® 
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between Official and Southern Classification territories on the east 
and the Rocky Mountains on the west, impress us with the apparent 
desirability of a readjustment of those rates to bring about greater 


harmony. Such readjustment by the carriers might obviate the neces- 
sity for an investigation by us. 


All the findings herein are without prejudice to the conclusions 


which may be reached in No, 14625 or upon any other more extended 
record than is here available. 


RELIEF FOR TEXAS CITIES 


Extension of the class rates and the making of commodity 
rates in accordance with the class scale and the principles 
laid down in the two main reports on Memphis-Southwestern 
case, and cases dealing with the subject of rates in Louisiana 
and Texas, not later than April 21, has been ordered by the 
Commission in connection with its report on No. 14323, Cities 
of Marshall and Jefferson, Tex., et al. vs. Texas & Pacific 
et al., opinion No. 8959, 85 I. C. C, 115-25. The report also 
covers are aie fourth section applications Nos. 629, 635, 677 
and 696. 

Summarized, the decision is that rates from Kansas City, 
St. Louis, Memphis and New Orleans, and points in defined 
territories related to or based thereon, also Atlantic seaboard 
territory to Marshall and Jefferson, Tex., are unduly prejudicial 
to those points and unduly preferential of Shreveport. A fur- 
ther finding is that the rates from the before mentioned points 
to Marshall and Jefferson are unreasonable to the extent they 
exceed the aggregate of intermediates and that fourth section 
relief should be denied because Leland did not justify them 
nor attempt any justification other than make a statement that 
explanation of the necessity therefor was made in connection 
with the Memphis-Southwestern Investigation. The Commis- 
sion pointed out that not all the fourth section applications 
involved in this proceeding were under consideration in that 
case and that a copy of the justification made in the earlier 
case was not furnished in this one. The denial of relief, car- 
ried in fourth section order No. 8836, is without prejudice to 
a consideration of the matter on proper petition. The Com- 
mission, in connection with this case, rescinded a fourth sec- 
tion order No. 6285 in so far as it applied in connection with 
traffic to and from Marshall and Jefferson. 

Broadly speaking, the complaining cities obtained the relief 
for which they contended and which the Commission implied 
it intended to give them when it decided Cities of Marshall 
and Jefferson, Tex, vs, Texas & Pacific, 39 I. C. C. 249, in which 
the issues, it said, were substantially the same as presented 
in this case. In the earlier case the Commission said it found 
the rates to Marshall and Jefferson unreasonable and unduly 
preferential of Shreveport and Texarkana, and prescribed class 
rates from Memphis on the scale fixed in Memphis Freight 
Bureau vs. St. Louis, Iron Mountain & Southern, 39 I. C. C. 
224, and class rates from St. Louis higher than those from 





Memphis by the differentials found reasonable in that case.- 


It said it also found rates from the Atlantic seaboard and from 
New Orleans unreasonable to the extent they exceeded the 
aggregate of intermediates based on New Orleans. 


The order, however, covered only the class rates from 
Memphis and St. Louis, and the rates from New Orleans and 
the Atintic seaboard. The effective date of the paragraph rela- 
tive to the last mentioned rates was indefinitely postponed. 
The railroads complied with the strict letter of the order by 
establishing reduced class rates from Memphis and St. Louis, 
but made no changes in the commodity rates, nor in the class 


rates from points basing on, or taking the same rates as, 
Memphis or St. Louis. 


The complainants, therefore, it said were before it seeking 
reparation on shipments made since May 19, 1916, the date of 
the former proceeding, to the basis therein found non-prejudi- 
cial and reasonable, and seeking an order for the future, re- 
moving, in toto, the undue prejudice and unreasonableness 
alleged. Their new complaint alleged the class and commodity 
rates from Kansas City, St. Louis, Memphis and points in de- 
fined territories made in relation thereto, or basing thereon, 
and also the water-and-rail rates, both class and commodity, 
from Atlantic seaboard territory, including Virginia cities, were 
unduly prejudicial to the complaining cities and unduly pref- 
erential of Texarkana and Shreveport. It also alleged undue 
Prejudice on the ground that the railroads failed to. publish 
commodity rates to Marshall and Jefferson ag freely and to 
the same extent that they published them to Texarkana and 
Shreveport also on the ground that the railroads published 
more favorable exceptions to Western Classification and more 
favorable commodity descriptions to the favored cities than to 
the complaining ones; and on the ground that they published 
L. C. L. commodity rates to the preferred cities which were 
unduly prejudicial to Marshall. A further allegation was that 

€ joint rates to Marshall and Jefferson, in many instances, 
exceeded the aggregate of intermediates. 

The complainants contended that they should have the 

emphis-Southwestern scale, which would have the effect of 
making distance the only factor against them in competition 
with the cities alleged to be preferred. The railroads objected 
to the extension of the Memphis scales into Texas, but were 
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willing to use those scales in combination on Shreveport or 
Texarkana. The complainants, however, vigorously objected to 
the combination basis, the Commission said. 

Reparation was denied. The complainants asked for rep- 
aration since May, 9, 1916, to the basis then found reasonable and 
non-prejudicial, or, if not possible, then for two years prior 
to the filing of the present complaint. The Commision said 
it had advised counsel for the complainants how to proceed, 
but that he did not see fit to follow the Commission’s sug- 
gestions, although several times advised on that score. Instead 
he brought the new complaint. The Director-General, it pointed 
out, was not made a party to the earlier case and that therefore 
when this complaint was filed in October, 1922, the shipments 
that moved in the period of federal control were barred, 


When this complaint was filed, the Commission said, the 
parties entitled to reparation were not named. No attempt, 
it said, to amend the complaint by giving the names of those 
entitled to reparation was made until January 20, 1923, too 
late to serve the supplemental complaint before the hearing 
then assigned for January 26. The amendment was submitted 
at the hearing and accepted by the examiner. The Commission 
said he did right in accepting the amendment, but that the 
record did not afford a basis for a finding as to the parties 
who paid the charges or suffered damage by reason of the 
undue prejudice. The findings, other than those hereinbefore 
mentioned, are as follows: 


Upon the record we find that the class rates from Kansas City, 
Mo., St. Louis, Mo., Memphis, Tenn., and New Orleans, La., to 
Marshall and Jefferson, Tex., ar2 and for the future will be unduly 
prejudical to Marshall and Jefferson and unduly preferential of 
Shreveport, La., to the extent that they exceed or may exceed the 
corresponding rates contemporaneously in effect to Shreveport by 
more than the differences which would result from the application 
of the distance scales of single-line or joint-line class rates pre- 
scribed or equrored in Memphis-Southwestern Investigation, 55 
Co. ©, Sie. 1 .. &...o. c 

We further find that the class rates from points in defined terri- 
tories as described in Agent Leland’s tariff I. C. C. No. 1412, all 
rail, and from points in Atlantic seaboard territory including Vir- 
ginia cities, via Gulf and rail, to Marshall and Jefferson, Tex., are 
and for the future will be unduly prejudicial to Marshall and Jef- 
ferson and unduly preferential of Shreveport, La., to the extent 
that they exceed or may exceed the corresponding rates contempo- 
raneously in effect to Shreveport by more than the differences which 
will exist under the rates prescribed in the preceding paragraph to 
Marshall and Jefferson, on the one hand, and Shreveport, on the 
other hand, from Kansas City, St. Louis, Memphis, or New Orleans 
according to which ever of said points the rates from the said terri- 
tories are related to or based upon; the rates from Atlantic seaboard 
territory to be governed by the differences existing in the rates from 
New Orleans. 

We further find that the rates for the transportation of agricul- 
tural implements, canned goods, apples, potatoes, furniture, fruit 
jars, structural steel, and prepared roofing, in carloads, from Kansas 
City, Mo., St. Louis, Mo., and Memphis, Tenn.; and the rates for 
the transportation of burlap bags, bagging and ties, canned goods, 
fruit jars, furniture, fertilizer, tropical fruits, angle irons, prepared 
roofing, salt, sugar, and soap and powder, in carloads, from New 
Orleans, La., to Marshall and Jefferson, Tex., are and for the future 
will be unduly prejudicial to Marshall and Jefferson and unduly 
preferential of Shreveport, La., to the extent that such rates ex- 
ceed or may exceed the rates contemporaneously in effect on like 
traffic from the same points of origin to Shreveport by more than 
the differences which will result from the application of the single- 
line or joint-line distance scales of rates prescribed or approved in 
Memphis-Southwestern Investigation, 77 I. C. C., 473. 


We further find that the rates for the transportation of agricul- 
tural implements, canned goods, apples, potatoes, furniture, fruit 
jars, structural steel, and prepared roofing, in car loads, from points 
in defined territories as described in Agent Leland’s tariff I. C. C. 
No. 1412, and the rates for the transportation of canned goods, 
fruit jars, and prepared roofing, in carloads, via Gulf and rail, from 
points in Atlantic seaboard territory, including New York, we 
and Virginia cities, to Marshall and Jefferson, Tex., are and for th 
future will be unduly prejudicial to Marshall and Jefferson and 
unduly preferential of Shreveport, La., to the extent that they ex- 
ceed or may exceed the rates contemporaneously in effect on like 
traffic to Shreveport by more than the differences which will result 
from the application of the single-line on joint-line distance scales 
of rates rare or aproved in’ Memhis-Southwestern Investiga- 
tion, 77 I. C. C., 473, from Kansas City, St. Louis, Memphis, or 
New Orleans, according to whichever of said points the rates from 
the said territories are related to or based upon; the rates from 
Atlantic seaboard territory to be governed by the differences which 
will exist in the rates from New Orleans. 


We further find that rates for the transportation of automobiles, 
bakery goods, candy, tin cans, cotton fabric, rope, baking powder, 
trunks, wire and nails, iron and steel roofing, machinery, lye, wrap- 
ping paper, newsprint paper, and beaver board, in carloads, from 
Kansas City, Mo., St. Louis, Mo., Memphis, Tenn., and points in 
defined territories as described in Agent Leland’s tariff I. C. C. No. 
1412, that the rates for the transportation of ammunition, axes, 
bakery goods, belting, candy, tin cans, coffee, cotton fabric, dry 
goods, strap hinges, bar lead, macaroni, machinery, newsprint paper, 
paint, peanuts, wrought pipe, rope, clean rice, trunks, and wire and 
nails, in carloads, from New Orleans, La., and points taking the 
same rates; and that the rates for the transportation of ammunition, 
candy, tin cans, cotton fabric, knitting-factory products, machinery, 
rope, wire and nails, iron bars and pipe, paint, peanuts, and bicar- 
bonate of soda, in carloads, from points in Atlantic seaboard terri- 
tory, including New York, N. Y., and Virginia cities, via Gulf and 
rail, to Marshall and Jefferson are, and for the future will be, unduly 
prejudicial to Marshall and Jefferson and unduly preferential of 
Shreveport, La., to the extent that such rates exceed, or may exceed 
the rates contemporaneously in effect on like traffic from the same 
points of origin to Shreveport by a greater amount than would re- 
sult through the observance of the same ratio between such rates 
and the rates on like traffic to Shreveport as the class rates to Mar- 
shall and Jefferson, prescribed herein, bear to the corresponding 
class rates to Shreveport on the class in which the respective com- 
modities are rated in the governing classification. 

We further find that the rates to Marshall and Jefferson from the 
points and territories above described were unreasonable to the 
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extent that they exceeded the aggregate of the intermediate rates 
contemporaneously in effect from and to the same points 

The ee: of undue preference in connection with the main- 
tenance of less-than-carload commodity rates to Shreveport is not 
sustained. We understand that most, if not all, of such rates have 
been canceled. Neither is there sufficient evidence upon which to 
base a finding with respect to the allegations of undue prejudice 
arising from the failure of defendants to grant as liberal commodity 
descriptions, or as favorable classification ratings to complainants as 
to Texarkana and Shreveport. 


DEPRECIATION CHARGES CASE 


The Commission has discontinued No. 13135, in the matter 
of jurisdiction over depreciation charges of the Washington 
Railway & Electric Company, opinion No. 8960, 85 I. C. C. 126-30, 
instituted as the result of a dispute between the railway com- 
pany and the Public Utilities Commission of the District of 
Columbia, on a finding that the electric railway company, to- 
gether with its affiliated electric light companies, is not a 
common carrier subject to the interstate commerce act, and 
hence not under the Commission’s jurisdiction to prescribe de- 
preciation charges under paragraph (5) of section 20 of the act. 

The electric railway, which operates one of the street rail- 
way systems in Washington, with branches running into Mary- 
land, contended that under the decision of the Supreme Court 
of the United States in Washington Railway & Electric Co. 
vs. Scala, 244 U. S. 630, the Commission had jurisdiction. 

In the Commission’s report, written by Commissioner East- 
man, it was pointed out that in the Scala case the question 
was as to whether the employers’ liability act covered the 
appealing railway, The court held it did. The Commission said 
it did not consider that cast controlling in this matter. It 
considered the Omaha Street Ry. vs. I. C. C., 230 U. S. 324, as 
controlling. In that case the court said street railways were 
not intended to be brought under the jurisdiction of the Com- 
mission, although they carried passengers from one state to 
another. It considered the Omaha decision as overruling its 
own cases, in which it had taken jurisdiction over the fares 
of the appealing electric road, between Washington and points 
in Maryland. 


NO DAMAGE SHOWN 


In a report on further hearing in No. 12396, Chicago Bridge 
& Iron Works vs. Director-General, Erie Railroad, et al., opin- 
ion No. 8955, 85 I. C. C., 99-100, the Commission has found that 
no damage has been shown to have resulted from the undue 
prejudice found in 69 I. C. C., 761. In the first report the Com- 
mission found rates on structural iron and steel, from Pitts- 
vurgh to points in trunk line and New England territories, 
fabricated at Greenville, Pa., were not unreasonable, but that 
the rates, rules and regulations applicable to such shipments 
were unduly prejudicial to the extent they resulted or might 
result in higher total charges than those applicable under the 
rates, rules and regulations contemporaneously applied by the 
defendants to the transportation of similar articles moving 
through Greenville and fabricated at Meadville, Pa., Bingham- 
ton and Elmira, N. Y., and Paterson, N. J. 


A further hearing was given to afford the complainant an 
opportunity to prove the fact and the measure, if any, of dam- 
age, attributable to the undue prejudice found to exist. The 
order to remove the prejudice has been obeyed. The Com- 
mission said the proof of damage at the further hearing was 
substantially a repetition of the matter produced at the orig- 
inal hearing. The facts brought out were that all fabricators 
pay the Pittsburgh price for their raw material, plus the freight 
from Pittsburgh to their plants. Their products are sold through 
bids which practically all fabricators submit on each job. The 
complainant alleged that under such conditions it was compelled 
to absorb the differences in freight rates amounting to from 
one to four cents, in order to procure business, and that a re- 
duction in profits equal to differences in freight rates was 
suffered. The Commission said it was urged on brief that be- 
cause the fabricators sold on bids and not on a market price, 
the differences in freight rates constituted the measure of 
damage. It called attention to the fact that the statement of 
record was that the fabricators at Pittsburgh and Meadville 
were the principal competitors and that such a statement indi- 
cated there were other competitors. “There may, in fact, be 
other elements which influenced the bids of complainant,” said 
the Commission. “It has made no showing of the business 
lost, if any, as a result of the underbidding by competitors en- 
joying more advantageous freight rates, nor of diminished prof- 
its received by it as a result of the prejudicial rate adjustment.” 

The last paragraph of the brief of the complainant, the 
Commission said, asked that it be considered as a petition for 
re-opening for a finding of unreasonableness in the event that 
no reparation was awarded as a result of the undue prejudice. 
The Commission said that no additional evidence of unreason- 
ableness had been submitted and it did not appear that a re- 
opening of the case would be of any advantage to the com- 
plainant. Therefore it denied that request. 
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OHIO SAND AND GRAVEL CASE 


No disparity in rates “so substantial as to operate as a 
real discrimination against and obstruction of interstate com- 
merce” appearing, the Commission has discontinued its proceed- 
ing, No. 14252, In the Matter of Intrastate Rates on Sand, 
Gravel, Crushed Stone and Vitrified Paving Blocks within the 
State of Ohio, opinion No. 8952, 85 I. C. 66-75. In the report, 
written by Commissioner Cox, it found that intrastate rates 
on sand, gravel, crushed stone-and vitrified paving blocks, re. 
quired by state authority to be maintained by the respondents 
within the state of Ohio, had not been shown to result in 
unjust discrimination against interstate commerce or in undue 
prejudice to persons and localities engaged therein. 

Explaining the origin of the proceeding, the Commission 
said: 


In Ex parte 74, Increased Rates, 1920, 58 I. C. C., 220, we author- 
ized an increase of 40 per cent in the interstate freight rates in the 
eastern group, of which Ohio is a part. Increased rates pursuant 
thereto were established on August 26, 1920. Following that decision 
the Public Utilities Commission of Ohio permitted corresponding in- 
creases in the freight rates applicable to Ohio intrastate traffic. _ 

By order of July 19, 1921, the Ohio commission initiated an in- 
vestigation into the reasonableness of the intrastate rates on road- 
building materials, including sand, gravel, crushed stone and paving 
brick. After an extensive hearing, the evidence in which is a part of 
the record herein, that commission issued an order directing the 
establishment, on October 20, 1921, of rates for the transportation of 
the commodtities named, in intrastate traffic, as follows: 

“For sand, gravel and crushed stone: The rates and charges 
which were in effect on August 25, 1920, with a minimum of fifty (50) 
cents per ton: * 

“For vitrified paving block: The rates and charges which were 
in effect on August 25, 1920, decreased by ten (10) cents per ton, with 
minima the rates and charges which were in effect on June 24, 1918, 
increased twenty-five percentum, and 

That where commodity rates are now published and in effect ap- 
plying on sand, gravel, crushed stone and vitrified paving block, on 
either local or joint traffic, which are lower than the rates herein- 
before found and determined to be just and reasonable, such rates 
shall not be canceled or affected by this finding.’’ 

By supplemental order it was provided that molding and glass 
sand should be included in the reductions. 

On July 26, 1922, the Supreme Court of Ohio handed down its 
decision affirming the orders of the state commission. 

On September 2, 1922, the steam carriers operating in Ohio filed 
with us a petition alleging that the rates established in compliance 
with the orders of the Ohio commission were violative of sections 
13 and 15a of the interstate commerce act. We thereupon instituted 
this investigation upon our own motion. The steam railroads within 
Ohio were made parties respondent and notice of the investigation 
was served upon the Governor of Ohio and upon the Ohio com- 
mission, 


Discontinuance of the proceeding amounts to an application 
of the law laid down by the Supreme Court of the United States 
in Wisconsin Railroad Commission vs. Chicago, Burlington & 
Quincy, 257 U. S. 563, and particularly that part of it in which 
the court said “action of the Interstate Commerce Commission 
in this regard should be directed to substantial disparity which 
operates as a real discrimination against, and obstruction to, 
interstate commerce, and must leave appropriate discretion to 
the state authorities to deal with intrastate rates as between 
themselves on the general level which the Interstate Commerce 
Commission has found to be fair to interstate commerce.” 


The Commission, according to the report, considered the 
evidence to determine whether the intrastate rates prescribed 
by the Ohio commission had resulted in undue prejudice to 
persons or localities in interstate commerce and whether those 
rates unjustly discriminated against interstate commerce. It 
said that in order to answer the latter question it was neces 
sary, in view of the language of the Supreme Court before 
quoted, to inquire what was the general level of rates on the 
commodities under consideration which it had “found to be 
fair to interstate commerce” in the territory involved, and 
whether there was a “substantial disparity” between that level 
and that of the intrastate rates. 


In its search it found its own declaration, made in its 
report on National Association of Sand & Gravel Producers V5. 
Pennsylvania, 74 I. C. C. 615, that “there is a striking lack of 
uniformity in rates on these commodities in central territory.” 
It pointed out that the sand and gravel interests, using figures 
put into the record in the case just mentioned, constructed the 
only table submitted in this case in which a comparison of 
the levels of interstate and intrastate rates, after August 26, 
1920, was attempted. That table showed weighted-average rates 
in five-mile blocks for distances up to 100 miles. Since then 
the carriers themselves had made, it pointed out, reductions 
which amounted to approximately eighteen per cent on some 
of the commodities and on July 1, 1922, a ten per cent reduction 
on moulding sand and silica and commodities on which 10 
reductions were made in October, 1921, when the eighteen pe 
cent decrease was authorized, on the application of the carrier. 


After considering still other figures the Commission said 
“manifestly the tables constructed from these exhibits do no 
constitute a complete or satisfactory basis of comparison bt 
tween interstate and intrastate rate levels.” 

All the foregoing related particularly to rates on sand and 
gravel. The Commission devoted a section of its report to the 
paving block phase of the case. In that section it reviewed 
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the decisions_it had made in the two. big. brick cases, National 
Paving Brick Mfrs. Association vs. Alabama & Vicksburg, 68 
I. C. C. 213, and the Metropolitan Paving Brick Co. vs. Ann 
Arbor, 17 I. C. C. 197, only to find that with regard to paving 
brick, as in the case of sand and gravel, there was a “striking 
lack of uniformity,” particularly in respect of short-haul rates 
on which a very large volume of traffic moved, and ‘which in 


many instances did not appear to be related to the group adjust- 
ment prescribed in the two big cases. . 


The rates in issue were prescribed by the Ohio conymission 
by an order dated October 20, 1921, the day before the federal 
body authorized the carriers to make the reductions, estimated 
at eighteen per cent, before mentioned, throughout central ter- 
ritory. In making those reductions the carriers made the rates 
in effect August 25, 1920, the base, establishing the new ones 
at 115 per cent of the base, subject as minima, to distance rates 


prescribed, for intrastate traffic, by the ‘Michigan commission 
May 13, 1921. 


In the National Association of Sand & Gravel Producers 
case, the federal commission, December 11, 1922, found that the 
rates on sand and gravel in central territory, considered as a 
whole, were not unreasonable. 


After discussing the matter in the light of the particulars 
of evidence submitted by the parties to the proceeding, the 
Commission made the following general observations and an- 
nounced its conclusions as follows: 


Considerable evidence was introduced on behalf of the Ohio com- 
mission and the Ohio shippers in support of their contention that 
the intrastate rates in effect prior to the Ohio commission’s order 
were higher than the traffic would bear, that the reductions ordered 
by that commission were necessary in order that business might be 
stimulated and the traffic move freely, and that thereby respondents’ 
revenues would be increased rather than diminished. This evidence, 
which included the entire record in the proceedings before the Ohio 
commission, has been carefully considered. 

Respondents introduced exhibits showing the revenue received 
for the transportation of all intrastate shipments of the commodities 
in question within the state of Ohio during the period of approxi- 
mately one year immediately following the date of the Ohio commis- 
sion’s order. This they compare with the revenue which would have 
accrued. if the rates had remained on the Ex parte 74 level, and on 
this basis show revenue losses aggregating on all the commodities 
$947,831.86. But the interstate rates did not remain on the Ex parte 
74 level. oy have been reduced in various ways, as previously de- 
scribed, and there is no attempt to show revenue losses based on the 
present rate adjustment. 

Little attempt was made by respondents to show preference or 
prejudice as between persons or localities in intrastate commerce, on 
the one hand, and interstate commerce, on the other hand. It remains 
to be determined whether the intrastate rates maintained by reason 
of the Ohio commission’s order are on such a substantially lower 
level than the interstate rates on the same commodities in this terri- 
tory as to cast an undue burden upon interstate commerce. The 
law does not require that intrastate rates shall be maintained on the 
exact level of interstate rates, but only that there shall not exist be- 
tween the two a disparity so substantial as to operate as a real 
discrimination against and obstruction of interstate commerce. With 
revenue discrimination as the principal basis for their contentions, 
respondents have failed to show with any degree of certainty that 
there is a substantial disparity between the present levels of intra- 
state and interstate rates, or that the present intrastate rates do not 
contribute ther proper share of the total revenue. 

We find that respondents’ intrastate rates on sand, gravel, crushed 
stone and vitrified paving block between points in Ohio have not 
been shown to cause undue or unreasonable advantage, preference 
or prejudice as between persons or localities in intrastate commerce, 
on the one hand, and interstate commerce, on the other hand, or 


ee. unreasonable or unjust discrimination against interstate com- 
ce. 


) 
John E. Benton, general solicitor for the National Asso- 


ciation of Railway and Utilities Commissioners, who appeared 
for the association in the case, in a bulletin to members said: 


The brief for the association called attention particularly to the 
theretofore existing practice in discrimination cases of combining a 
finding of section three (so-called Shreveport) discrimination with the 
finding of section 13 (so-called revenue) discrimination in every case 
before the Commission in which either kind of discrimination was 
found, and asked that the distinction between the two kinds of dis- 
crimination be clearly recognized and the findings as to each limited 
to the proof made by the evidence under the rules applicable thereto 
laid down by the U. S. Supreme Court. I quote from the concluding 
Paragraphs of the brief: 

b This brief urges a review of this point of Commission practice, 
ecause it is believed that it is one of the greatest importance that 
the Commission should be particularly scrupulous in this class of 
cases not to state findings which are not supported by convincing 
evidence. _It is thought that this is a case where the Commission, 
if it scrutinizes the evidence and weighs it carefully in the light of 
rules of law declared by the Supreme Court in the Wisconsin Case, 
will not find that either kind of discrimination has been proved. * * * 
Finally, we may say that we ask the Commission to review its 
Practice upon the point mentioned with great confidence, for the 
Ceo that in many ways since the Wisconsin case was decided this 
ommissicn has given evidence of its policy to conform its procedure, 
and its decisons, to the law as laid down in that case; and we feel 
Snured that, when its attention is called to the matter that has been 
eee herein, it will not hesitate to establish such a practice as 
mot certainly protect the proper jurisdiction of state authorities.” 

ie he report distributed does clearly recognize the distinction made 
dis he court in the Wisconsin case between Shreveport and revenue 
Geaination, and the eo ye for proof of the convincing character 
of Scrimination within the rule laid down in that case. The report 
in portant out of all proportion to the amount involved in the rates 
brin igation, and I believe in the future it will be very helpful towards 
pete one about generally a proper conception of the respective rights 
st — of the federal and state commissions. It ought to go far 
: oe 8S removing from the minds of carrier representatives the idea 
rood ich they have so persistently clung, that there is no longer any 

rate-making authority remaining with the state commissions. 
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PASSENGER FARES. TOO HIGH 


With Commissioner Hall dissenting, the Commission has 
modified its original finding in No. 11541, Arizona Corporation 
Commission et al. vs. Arizona Eastern et al,, opinion No. 8953, 
85 I. C. C. 76-94, so as to condemn interstate passenger fares 
and charges to and from points in Arizona, Nevada and New 
Mexico on the principal lines of the defendants, except the 
Grand Canyon Railway, as unreasonable and unduly prejudicial 
to the extent they exceed similar fares and charges to and 
from points in other states. It found that passenger fares and 
charges of the Grand Canyon, and local passenger fares and 
charges applicable between points on other lines of the de- 
fendants, principally branch lines, located in the three states, 
used as factors in making of interstate fares and charges to 
and from points on such lines, not unreasonable, unjustly dis- 
criminatory, or unduly prejudicial. The first report in this case 
is contained in 64 I. C. C. 253. 

The order issued in connection with the report on further 
hearing requires the carriers to establish the 3.6-cent-per-mile 
basis not later than February 25, on their lines specifically 
mentioned in the findings and order. 

The case was openeed for further hearing upon the peti- 
tion of the complainant, the commissions of the three states 
mentioned, chambers of commerce and other civic bodies, al- 
leging that a marked change in conditions had taken place 
since the original hearing in 1920, and that they were prepared 
to present new evidence pertinent to the issues. The case was 
also opened for further argument. 


_Commissioner Hall, in his dissent, asserted the evidence 
failed to show any marked change; and that no change, marked 
or otherwise, was shown in the majority report, He said oper- 
ating conditions apparently remained the same as they were 
in 1920 and the population and railroad mileages were given 
as of that year, The majority, in now finding the main- 
line fares unreasonable, he said, condemned bases the Com- 
mission repeatedly had found reasonable, and which it had re- 
quired to be established in intratate commerce in order to 
remove discrimination against interstate commerce, 


“We did not do that lightly or capriciously,” said Mr. Hall. 
“All the solemnity that can surround a sanction from this tri- 
bunal attaches to the existing bases. Without substantial 
change in evidence or conditions those bases are now swept 
aside on the main lines designated. No warrant appears for 
increasing the present spreads between bases on main lines 
and branches.” 


Mr. Hall said the day might come when the conditions 
throughout the United States might justify uniformity in rates 
to cover uniformity in conditions, but that that day had not 
come. By such decisions as this one, he said, “we merely 
spread a semblance of harmony over discordant facts.” Other 
traffic, he said, would have to bear the burden which the Com- 
mission was shifting from the main-line passenger service within 
the confines of the three sparsely settled states. 

In disposing of the case the Commission said: 


We find—— 

1 That interstate passenger fares and charges to and from points 
in the states of Arizona, Nevada and New Mexico, situated on the 
following lines of defendants, are, and for the future will be, unrea- 
sonable and unduly prejudicial to the extent that they exceed, .or 
may exceed, interstate passenger fares and charges based on 3.6 cents 
per mile, the basis generally in force to and from points in other 
states: 

Southern Pacific—Main line from Nevada-Utah state line to Ne- 
vada-California state line; main line from Texas-New Mexico state 
line to California-Arizona state line. 

Santa Fe—Main line from Colorado-New Mexico state line through 
Albuquerque, Isleta, Dalies, N. Mex., Ash Fork and Kingman, Ariz., 
to California-Arizona state line; main line of Belen cut-off from Texas- 
New Mexico state line to Belen, N. Mex.; main line of El Paso divi- 
sion, from Belen to Texas-New Mexico state line; main line from 
Clovis, N. Mex., south to Texas-New Mexico state line; lines from 
i a to Phoenix and from Wickenburg to California-Arizona 
state line. 

Los Angeles & Salt Lake—Main line from Utah-Nevada state line 
to California-Nevada state line. 

Western Pacific—Main line from Utah-Nevada state line to Cali- 
fornia-Nevada state line. 

Rock Island—Main line from Texas-New Mexico state line to 
Santa, Rosa, N. Mex. 

El Paso & Southwestern—Main line from Dawson, N. Mex., to 
Texas-New Mexico state line; main line from Texas-New Mexico 
state line through Douglas, Ariz., to Tucson, Ariz. 

Arizona Eastern—Main line from Maricopa, Ariz., through Tempe, 
Ariz., to Phoenix, Ariz. 

2. That passenger fares and charges of the Grand Canyon Rail- 
way, local passenger fares and charges applicable between points on 
other lines of defendants’ principally branch lines, located within 
the state of Arizona, Nevada and New Mexico, which are used in 
making interstate fares to and from points on such lines are not un- 
reasonable, unjustly discriminatory or unduly prejudicial. 

An appropriate order will be entered. 





PETITIONS FOR REHEARING, ETC. 


The Director-General has asked the Commission for rear- 
gument in No, 12461, Peninsular Portland Cement Company vs. 
Director-General et al., upon the question of the construction 
of the rule for disposition of fractions in connection with 
tariffs filed under General Order No. 28. 
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LIVE STOCK CASE DISMISSED 


Examiner J. O. Cassidy thinks No. 13648, Sol Dickerson et 
al, vs. Director-General, Camas Prairie, et al., should be dis- 
missed on a finding that the rates on live stock, between points 
in Oregon, Idaho, Washington, Utah and Montana, between 
December 31, 1919, and March 20, 1922, were not unreasonable 
or otherwise unlawful. The period covered by the complaint 
was that in which the carriers assessed rates in cents per 100 
pounds instead of in dollars per car. The complainants asked 
for reparation on the allegation that the change caused an 
increase in rates ranging from 9 to 18 per cent. Among other 
things, they said the minimum of 24,000 pounds on cattle was 
too low.. The examiner said they submitted practically no com- 
parisons to show unreasonableness, but contended that restora- 
tion of the per car basis was an admission of unreasonableness. 
Cassidy said the railroads pointed out that the return to the 
per car basis was made simply as an expedient for getting rid 
of the dissatisfaction that had been stirred up by the allegation 
that, while no increase in rates was intended, increases had 
been made. The railroads also pointed out that the average car- 
loading of cattle, as found by the Commission from records at 
the Chicago markets from 1913 to 1920, was only a little more 
than 23,000 pounds and that, therefore, the minimum could not 
have been too low, although the railroads, before the return 
to the per car basis, increased it to 26,000 pounds, The rail- 
roads, in undertaking to go from the per car to the 100-pound 
basis, undertook to get rid of any incentive for overloading. 


CONDENSED BUTTERMILK RATE 


Dismissal of No. 15048, Consolidated Products Company vs. 
Chicago, Burlington & Quincy, has been recommended by Ex- 
aminer T. John Butler on a finding that the rates on condensed 
buttermilk, carloads, from Denver to Chicago, Peoria and Oska- 
loosa, Ia., are not unreasonable. The complainant alleged the 
charges assessed on shipments to the points mentioned were 
illegal to the extent they exceeded those that would have ac- 
crued at the rates applicable to wheat. That allegation is based 
on the fact that condensed buttermilk is used as an animal food 
and that in some of the Boyd tariffs there is an item that reads 
to the effect that on feed for stock, poultry or pigeon, not medi- 
cated or condimental, should take the rates on wheat, or if there 
were no wheat rates, then the rates applicable to corn. 

Butler said the question in the case was one of tariff in- 
terpretation. He called attention to the fact that under the 
general heading of “feed, animal or poultry,” there was a specific 
rating on buttermilk of class B. He said the question was 
whether the general description takes condensed buttermilk 
out of the class rates. He cited a long list of cases in support 
of his proposed finding that it did not. From them he said it 
was believed the charges were properly assessed under the class 
rates and that the commodity rates contended for by the com- 
plainant were not applicable. 


LUMBER CHARGES ILLEGAL 


A finding of illegality and an award of reparation have been 
recommended by Examiner J. O. Cassidy in a report on No. 
14748, J. R. Thames vs. Director-General, Louisville & Nash- 
ville et al., as to the charges on two carloads of lumber from 
Poley and Ruthven, Ala., to Zanesville and Dayton, O., shipped 
in February, 1918. The complainant shipped the cars to him- 
self at Evansville, Ind., for reconsignment. Two requests to re- 
consign, one to Upland, Ind., and the other to Detroit, were 
refused. Thames was advised that it would be necessary to 
dispose of the lumber at Evansville. That, the complainant 
said, was not possible. The cars were held and then the Direc- 
tor-General ordered the lumber into storage. Finally the com- 
plainant paid the local rates, demurrage and storage and had 
the cars sent to the destinations mentioned. He asked for rep- 
aration to the basis of the through rates, plus the reconsigning 
charge of $5 per car. 

The Director-General, the examiner said, undertook to jus- 
tify the refusal to reconsign by citing a circular issued by the 
Louisville & Nashville, dated February 13, 1918, declaring an 
embargo on all freight tendered for reconsignment or diversion. 
Cassidy said the complainant probably would have been bound 
by that embargo had he been properly notified of its existence, 
but it was not brought to his attention until March 7, after his 
cars were en route. On one car Cassidy said the Commission 
should hold the charges were illegal to the extent they exceeded 
the through rate, plus demurrage amounting to $6 and the re- 
consigning charge. On the other, he said, it should hold the 
legal charges would have been those at the through rate, plus $9 
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demurrage and the reconsignment charge. He said reparation 
should be made for all other charges, which included demurrage 
in excess of the sums mentioned, the excess of combination of 
locals, storage and switching. 


INAPPLICABLE CHARGES REFUNDED 


A finding that the switching, reconsignment and demurrage 
charges on one Carload of coal shipped from Jewell, Va., to 
Minneapolis in January, 1922, were inapplicable and that they 
should be returned to the complainant, has been recommended 
by Examiner Myron Witters, in a report on No. 14554, Gust 
Johnson et al. vs, Chicago, Milwaukee & St. Paul. The com- 
plaint alleged the charges were unreasonable, unjust and un- 
lawful to the extent they exceeded $6.485 per net ton. The bill 
of lading carried the notation “Minnesota Transfer.” The de- 
fendant’s witness testified that that was sufficient to indicate 
that the car was to have been turned over to the Minnesota 
Transfer Railway instead of taken to the Milwaukee’s hold 
yard, where switching, demurrage and reconsignment charges 
were accumulated. The way bill, however, did not show the 
notation. The examiner said the Commission should find the 
routing “Minnesota Transfer” indicated with sufficient clearness 
that a delivery on the rails of the transfer railway was desired 
and that therefore the charges, amounting to $55, should be re- 
turned to the complainant. 


WOOL RATES INVESTIGATION 


In a report on No. 14787, Wool Rates Investigation, 1923, 
I. and S. No. 1738, Wool and Mohair from ‘Pacific Coast and 
Intermediate Points to Eastern Defined Territories; No. 13272, 
Boston Wool Trade Association vs. Arizona & New Mexico 
et al.; and fourth section applications Nos. 345, 349, 11996, 
12012, 12017 and 12018, Examiner Howard C. Faul said the 
Commission again should deny authority to the transcontinental 
lines to establish or to continue lower rates on wool and mohair 
from Pacific coast terminals and adjacent points than from 
intermediate points to eastern defined territories and hold the 
rates proposed by the carriers and involved in the suspension 
cases had not been justified. 

Instead, he said, the Commission should find the westbound 
rates on wool and mohair in the grease to the Pacific coast 
terminals unreasonable to the extent they exceed or may exceed 
fifty-five per cent of first-class. To the north coast terminals, 
he said, the present rates were from sixty to seventy per cent 
of first-class. The rates advised by him, he said, should apply 
either locally or on shipments beyond. He also recommended 
rates to the east, hereinafter mentioned. 

He said the prayer of the Boston Wool Trade Association, 
contained in the formal docket case embraced in tlre report, 
for joint rates and through bills of lading on wool and mohair 
from interior points via Pacific coast terminals and the Panama 
canal to north Atlantic ports should be denied and, further, 
that reparation on the shipments covered by the complaint 
should be denied. 

Faul said the Commission should find unduly prejudicial 
the failure of the rail carriers to publish stopping in transit 
to complete loading arrangements to apply on westbound ship 
ments while contemporaneously maintaining such arrangements 
on eastbound traffic. He said the carriers should be required 
to remove the undue prejudice. 

In the formal complaint the Boston Wool Trade Associa- 
tion complained about the refusal of the railroads to allow 
transit on wool and mohair originating in the west at Boston 
and Philadelphia. On that point Faul said the Commission 
should find their refusal not unreasonable or unduly prejudicial. 
However, he recommended some relief. He said that on wo0l 
and mohair moving to Boston and then hauled back into the 
interior of New England the carriers should establish propor: 
tional rates no higher than those on cotton. 

The complainants requested the publication of joint rates 
on wool in an agency tariff. Faul discussed the desirability 
of such a publication of wool and mohair rates and suggested 
that the carriers, either in individual or agency issues, should 
show joint rates. 

The examiner said the Commission should deny the request 
for transit at St. Louis on shipments of wool and mohair from 
points on the Santa Fe and the Chicago, Milwaukee & St. Paul 
when destined to north Atlantic ports, because grant of the 
prayer would require the opening of an additional route and 
the short-hauling of the Santa Fe without good reason appeal” 
ing for such short-hauling. 

Faul said the Commission should also deny the request for 
through routes and joint rates from points on the Santa Fé 
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and other wool originating railroads and their connections via 
the Canadian Pacific, to Boston, as asked by the Boston Wool 
Trade Association, because that would also cause short-hauling 
without adequate justification therefor. 

The examiner said the reasonable maximum rates on 
scoured wool and pulled wool from Pacific coast points should 
be no less than the rates on sacked wool. 

The big finding, however, is the one that presents all-rail 
rates on wool and mohair in the grease, in carloads, from 
western territory points of origin to north Atlantic ports are 
unreasonable and will be unreasonable to the extent they may 


exceed rates made in accordance with the following mileage 
scale: 


DISTANCE TO BOSTON 


ents Cents 
1500 miles-and under........... 140 | 2250 miles and over 2200...... 210 
1550 miles and over 1500........ 145 | 2300 miles and over 2250...... 214 
1600 miles and over 1550........ 150 | 2350 miles and over 2300...... 218 
1650 miles and over 1600........ 155 | 2400 miles and over 2350...... 222 
1700 miles and over 1650........ 160 | 2450 miles and over 2400...... 226 
1750 miles and over 1700........ 165 | 2500 miles and over 2450...... 230 
1800 miles and over 1750........ 170 | 2600 miles and over 2500...... 235 
1850 miles and over 1800........ 175 |2700 miles and over 2600...... 240 
1900 miles and over 1850........ 180 | 2800 miles and ov®r 2700...... 245 
1950 miles and over 1900........ 185 |2900 miles and over 2800...... 250 
2000 miles and over 1950........ 190 |3000 miles and over 2900...... 253 
2050 miles and over 2000........ 194 |3100 miles and over 3000...... 256 
2100 miles and over 2050........ 108 {3200 miles and over 3100...... 259 
2150 miles and over 2100........ 202-1 Over 3200 mileB. 0600s ccecsice’s 260 
2200 miles and over 2150........ 206 


Continuing, the report says: 


In computing distances under the foregoing scale the shortest 
possible routes via existing connections for interchange of carload 
traffic should be used, and the rates should be published as specific 
commodity rates, carload minimum 24,000 pounds for the 36-foot 
cars, With corresponding increases in minimum weights for cars 
of larger sizes. The rates are to be applied from main and branch 
line points, except that from points on narrow gauge lines a some- 
what higher basis of rates may be used. In view of the practical 
difficulties encountered in the publication of specific rates, and in 
particular joint rates, based on a strict mileage scale, where the 
points of origin are so numerous, the grouping of origin points that 
are not more than 75 miles apart should be considered as substantial 
compliance with the findings herein, provided that the group rates 
be computed so as to produce substantially the same average that 
would result from the application of the scale from each point in the 
group. Rates based on 85 per cent of the rates resulting under the 
above-named scale are also found reasonable for the future for wool 
and mohair in the grease, in bales, compressed to a density of 19 
pounds to the cubic foot, carload minimum weight 32,000 pounds 
for 36-foot cars, with corresponding increases for larger cars. In 
computing the rates on baled wool fractions of less than one-half 
cent should be disregarded and one-half cent and over should be 
treated as one cent. Rates to intermediate points of destination 
should bear a proper relationship to those herein found reasonable 
to the north Atlantic seaboard ports. The testimony was confined 
to the rates applicable to the north Atlantic ports, and the evidence 
is insufficient to warrant a definite finding as to the rates to inter- 
mediate points. ; 

The record shows that some routes now available are consid- 
erably longer than the direct routes, and it is evident that with- 
out fourth section relief to the longer routes considerable blanketing 
would be necessary under the basis herein prescribed. This feature 
can be determined upon the filing of appropriate fourth section ap- 
plications. 


In describing the scope of the investigation on which he 
was making a report, Examiner Faul said: 


This is a general investigation into the rates, rules, regulations 
and practices covering the transportation of wool and mohair from 
the Pacific coast and intermediate territory to eastern destinations, 
with which are consolidated various other proceedings involving some 
of the same questions. 

By fourth section order No. 2814 entered in May, 1913, In Re 
Transportation of Wool, Hides and Pelts, 23 I. C. C. 151, 25 I. C. C. 
185, and 25 I. C. C. 675, hereinafter referred to as the First Wool 
investigation, the transcontinental rail lines were authorized to main- 
tain from Pacific coast terminals to eastern defined territories lower 
rates on wool and mohair, in carloads, than applied from intermedi- 
ate points. About two years ago new fourth section applications were 
filed, in which the transcontinental lines sought authority to estab- 
lish still lower rates from Pacific coast terminals and to thus increase 
the disparities against intermediate points, but these were denied, as 
were also the earlier applications which had been reopened and con- 
sidered therewith. Transcontinental Woo] Cases, 1922, 74 I. C. C. 
99, decided Oct. 30, 1922, and hereinafter referred to as the 1922 Ap- 
Dlications. Following that decision and in purported conformity with 
the order, the carriers filed new schedules to become effective Feb. 
10, 1923, proposing a general readjustment in the rates on wool and 
mohair, in carloads, from Pacific coast and intermediate territory. 
Substantial increases were proposed from all Pacific coast and nearby 
points and, generally speaking, either reductions or no changes from 
intermediate territory. Upon protest of the Department of Public 
Works, Olympia, Wash., and the Oregon Wool Growers’ Association, 
the schedules were suspended, and, upon motion of the carriers, the 
1922 Applications were reopened and consolidated for rehearin with 
the suspension proceeding. The effective date of the order therein 
has been indefinitely postponed pending disposition of these pro- 
ceedings, and the respondents are voluntarily holding the suspended 
Schedules in abeyance until June 1, 1924. 

In view of the desirability of considering at the same time the 
reasonableness and propriety of the westbound rates on wooi and 
Mohair, and in order to have the entire wool situation before it and 
to be able to deal more comprehensively with all phases of the mat- 
ter, the Commission upon its own motion entered upon this general 
investigation into the reasonableness and propriety of the rates, rules, 
regulations, transit arrangements, and minimum carload weights on 
Wool and mohair from the Pacific coast and intermediate territory 
oun of the eastern boundaries of the Dakotas, Nebraska, Kansas, 

Klahoma and Texas via all-rail to all points east of said line; and 
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from said intermediate territory via rail-and-water to the Atlantic 
seaboard ports; and from said intermediate territory via rail to the 
Pacific ports, locally, and as proportional rates on traffic moving be- 
yond in coastwise transportation to or via the Atlantic seaboard 
ports, with the view of prescribing reasonable, proper, non-discrimi- 
natory, non-prejudicial and otherwise lawful rates, rules, regulations, 
transit arrangements, and minimum carload weights for said traffic, 
if the present are found to be unlawful. Docket No. 13272, Boston 
Wool Trade Asso. vs. Arizona & New Mexico Ry. Co., which involved 
similar questions and which had been heard but not decided, was con- 
solidated and heard with this case, as were also the 1922 Applications 
and the suspension proceeding above referred to. 


LUMBER RATE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Myron Witters in No. 
14478, C. B. Cotton et al. vs. Minneapolis & Rainy River et al., 
as to combination rate of 37.5 cents on five carloads of lumber 
and lath, shipped between August 9 and September 16, 1922, 
from Big Fork, Minn., to Horicon, Wis. The examiner said it 
should be held unreasonable to the extent it exceeded 31 cents 
and that reparation to the basis of that rate should be awarded. 


PHOSPHORUS COMPLAINT DISMISSED 


Attorney-Examiner W. B. Hunter has recommended the dis- 
missal of No. 14194, Diamond Match Company vs. Director-Gen- 
eral, Lehigh Valley, et al., on a finding that the third class rate 
on amorphous phosphorus, from Perth Amboy, N. J., and 
Echota, N. Y., to Savannah, will not be unreasonable for the 
future. He said the Commission should find that the any- 
quantity rate, double first class, charged on two carloads shipped 
in December, 1917, from Echota, N. Y., and three less-than- 
carloads, shipped in January, April and June, 1920, from Perth 
Amboy, was not unreasonable. The third class carload rating 
was established in September, 1920. The complainant asked 
for fourth class rating for the future. 





REPARATION ON ASPHALT 


A finding of unreasonableness and an award of reparation 
have been advised by Examiner Charles W. Griffin in No. 14897, 
Keystone Roofing Mfg. Co. vs. Director-General, as to a rate 
on 18 carloads of asphalt, shipped from Franklin, Pa., to York, 
Pa., between September 30 and December 5, 1919. A joint rate 
of 18 cents was imposed. The examiner said that that rate was 
inapplicable over the route of movement. The examiner said, 
that on the authority of Atlantic Refining Co. vs. 64 L. C. C. 61, 


the Commission should award reparation to the basis of 16 
cents as the reasonable one. 





REPARATION ACCOUNT MISROUTING 


A finding of misrouting and an award of reparation have 
been recommended by Examiner Bronson Jewell in No. 14971, 
Victor Petertyl vs. New York, New Haven & Hartford et an.. 
as to 20 carloads of locust lumber from Wilson Point, Conn., to 
Traverse City, Mich., shipped between February 17, and July 
13, 1921. A rate of 58 cents was imposed. The lumber was 
shipped over standard routes, all within the United States, The 
examiner said the lumber could have been moved over the dif- 
ferential routes through Canada at a rate of 56.5 cents prior 
and 57.5 after July 1, 1921. The defendants contended they 
should not be charged with misrouting because the Canadian 


routes were 322 miles longer, but the examiner said they could 
not be held unreasonable for that. 





SILICAS AND REPARATION 


A finding of unreasonableness and an order of reparation 
have been recommended by Examiner J. P. McGrath in a re- 
port on No. 14642, Macbeth-Evans Glass Company vs. Baltimore 
& Ohio, Director-General, et al., as to rates on glass sand, from 
Berkley Springs, W. Va., to Charleroi, Pa., shipped between 
November 1, 1916, and February 14, 1919. The Director-General 
raised the question of jurisdiction, claiming that the shipments 
in question were barred. The examiner, following the con- 
struction placed upon the federal control law excluding the 
period of federal control from the elapsed time in calculating 
the running of the statute of limitations, held that those fall- 
ing within the statute so construed were not barred. He said 
the Commission should find the rates unreasonable and unduly 
prejudicial to the extent they exceeded $1.32 prior to April 26, 
1918, $1.50 betweeen April 26 and June 24, 1918, and $1.70 there- 
after to the end of the period involved in the complaint, The 
rates assessed. were 30 cents per net ton higher than those 


that were recommended as the basis for calculating the repara- 
tion. 


GLASS SAND REPARATION 


Examiner Morris H. Konigsberg, in, a report on No. 15088, 
Owens Bottle Co. vs. Director-General, Pennsylvania et al., rec- 
ommended a finding of unreasonableness and an award of 
reparation on four carloads of sand shipped in February, 1920, 
from Millville, N. J., to Clarksburg, W. Va., to the basis of a 
tate of 15.5 cents. The sixth class rate of 26.5 cents was col- 
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lected. The complainant asked for a commodity rate before 
it made the shipments, but the Director-General, although re- 
quested in August, 1918, to establish a commodity rate, refused 
to consider the matter. The basis for reparation is a subse- 
quently established commodity rate of 21.5 cents reduced to 
the level authorized in Ex Parte 74. 


STAVE RATES REASONABLE 


Dismissal of No. 14757, Jackson Traffic Bureau for Chesa: 
Wymond Company of Louisiana vs. Alabama & Vitcksburg et 
al., has been advised by Examiner J. O. Cassidy on a finding 
that a combination rate of 38.5 cents on staves and headings, 
from Holly Ridge, La., to Savannah and Brunswick, Ga., and 
Jacksonville, Fla., is not unreasonable or otherwise unlawful. 
The complainant asked for a rate of 29.5 cents. The examiner 
said that an examination of each factor disclosed that there 
was nothing wrong with either. The defendants said that if it 
were remembered that nothing was added for the crossing of 
the Mississippi, the reasonableness of the combination would 
become more apparent. 


EXCELSIOR BLOCK RATES 


In a report on No, 14741, Phillips Excelsior Company vs. 
Director-General et al., Examiner T. John Butler said the Com- 
mission should condemn as unreasonable rates on pine sticks 
for excelsior, from Rathburn, Bakewell, Sale Creek and Lancing 
(sic), Tenn., to Chattanooga, between October 13, 1919, and March 
1, 1920, to the extent they exceeded the rates on cordwood. 
He said the Commission should award reparation to that basis. 


LIGHTERAGE TO BE RETURNED 


Examiner Frank M. Weaver, in a report on No. 15067, Amer- 
ican Woodpulp Corporation vs. Director-General and Baltimore 
& Ohio, has recommended a finding that the lighterage charges 
assessed on imported woodpulp lightered from and to various 
piers at Baltimore, between August and December, 1919, were 
inapplicable and should be returned to the complainant. The 
complainant asked the Baltimore & Ohio to store the pulp, tem- 
porarily. The railroad company, having no storage space at 
the piers at which the pulp was unloaded, sent it, by lighter, to 
a pier where there was storage. The lighterage company 
collected from the complainant. The Baltimore & Ohio officials 
said the railroad company should have paid it, but the Director- 
General, then in charge of operations, claimed that the lighterage 
was a distinct transportation transaction for which the com- 
plainant should pay. The examiner said that such a contention 
required the entire disregard of one of the rules pertaining to 
lighterage and was not sound. 


COMMISSION ORDERS 


The Commission has amended its report and order in No. 
13805, Hale-Halsell Company vs. A. & V. Ry. et al., by eliminating 
“Sugarland, Tex.,” therefrom. 

The Commission has further extended the effective date of 
its order in No. 13283, General Gas Light Company vs. A. B. S. 
R. R. et al., to February 7, 1924. 

The Atlas Portland Cement Company has been authorized 
to intervene in No. 15266, Lehigh Portland Cement Company et 
al. vs. Santa Fe Ry. et al. 

The Baltimore Chamber of Commerce has been authorized 
to intervene in No. 15291, Traffic Association of the South At- 
lantic ports vs. A. G. S. R. R. et al. 

The Clover Valley Lumber Company has been permitted to 
intervene in No. 15303, Los Angeles Lumber Products Company 
vs. Southern Pacific. 

The Illinois Coal Traffic Bureau has been authorized to in- 
tervene in No. 15423, the Northern West Virginia Coal Operators’ 
Association vs. B. & O. R. R. et al. 

The Atlas Portland Cement Company (of Kansas) has been 
authorized by the Commission to intervene in No. 15151, Okla- 
homa Portland Cement Co. et al. vs. D. & R. G. W. R. R. et al., 
and in No. 15428, Iola Cement Mills Traffic Association et al. 
vs. Ark. Valley Interurban Ry. et al. 

Swift & Company has been permitted to intervene in No. 
15424, John Morrell & Company vs, C. M. & St. P. Ry. et al. 

The Dubuque Shippers’ Association has been permitted to 
intervene in No. 15225, the Board of R. R. Commissioners of 
Iowa vs. C. R. R. of N. J. et al. 

The Southwestern Sheet Glass Company and the Interstate 
Window Glass Company have each been authorized to intervene 
in No. 15296, Harding Glass Company vs. Santa Fe Ry. et al. 

The Sioux City Grain Exchange has been permitted to 
intervene in No. 15360, Board of Trade of Kansas City, Mo., vs. 
Alexandria & Western Ry. et al. 

The Lumbermen’s Association of Texas has been author- 
ized to participate in the further oral argument to be held in 
No. 13211, West Coast Lumbermen’s Association et al. vs. 
Abilene & Southern Ry. et al. 

C. M. Taintor has been authorized to intervene in Finance 
No. 3287, in the matter of the application of the North & 
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South Railway Company for a certificate of public convenience 
and necessity to construct and operate a line of railroad from 
Miles City, Mont., to Casper, Wyo., etc. 

In a: supplemental order in Finance No. 2798, the Commis- 
sion has given the Inter-California Railway Company until 
March 15, 1924, to complete the construction of the branch line 
of railroad so authorized. 

The Dubuque Shippers’ Association and the Iowa Coal Oper- 
ators’ Association have each been authorized to intervene in 
No. 15228, The Board of R. R. Commissioners of the State of 
Iowa vs. Alton & Southrn R. R, et al. 

Swift & Company has been authorized to intervene in No. 
15395, Live Poultry & Dairy Shippers Traffic Association vs. 
Abilene & Southern Ry. et al. 

The Atlas Portland Cement Company (of Kansas) has been 
permitted to intervene in No. 15427, Iola Cement Mills Traffic 
Association et al. vs. Abilene & Southern Ry. et al. 


I. AND S. ORDERS 


In I. and S. No. 1990, the Commission has suspended from 
December 24 xymtil April 22, schedules as published in supple- 
— No. 18 to Dearborn’s Perishable Protective tariff, I. C. C. 

o. 1. 

The suspended schedules propose changes in the rules and 
regulations affecting the transportation of fresh fruits and veg- 
etables in refrigerator cars, among which are: limiting the use 
of salt in furnishing refrigeration service to a maximum of five 
per cent; providing that where shipper specifies the use of the 
salt that the charge will be 12% per cent greater than the 
through published stated refrigeration charge, and restricting 
the furnishing of ice or salt in the body of refrigerator cars 
equipped with ice bunkers or tanks to cars moving under stand- 
ard refrigeration. 

In I. and S. No. 1989, the Commission has suspended from 
December 24 until April 22, the schedules as published in su- 
plement No. 18 to Dearborn’s Perishable Protective tariff I, C. 
C. No, 1. 

The suspended schedules propose to amend the rule relat- 
ing to furnishing fuel for the protection of perishable freight 
by a statement that the charges for such fuel cover only the 
cost of fuel at point of delivery to shipper’s representative and 
that carriers do not obligate themselves to perform any labor 
which may be necessary in replenishing fuel in transit, 

In I. and S. No. 1993, the Commission suspended from 
December 27, until April 25, schedules published in Vicksburg, 
Shreveport & Pacific, I. C. C., No. B-115. The suspended sched- 
ules propose to establish rates on cotton and cotton linters from 
points in Louisiana on the V. S. & P. Ry., to Gulfport, Missis- 
sippi and Mobile, Alabama, for coastwise movement, which 
would result in combination rates via those ports lower than 
the rates in effect to the same destinations via New Orleans, La. 

The following applicable from Shreveport, La., to Baltimore, 
Md., is illustrative: 


Via Mobile, Ala, 
Present Proposed 
186% 117 

In I. and S. No. 1992, the Commission has suspended from 
December 26 until April 24 schedules published in supplement 
No. 15 to the Great Northern I. C. C. No. A-5714 and supple- 
ment No. 14 to Henry’s I. C. C. No. 107. 

The suspended schedules propose increases and reeductions 
in rates on fresh fruit and vegetables between north Pacific 
coast points, principally in Washington. The following state- 
ment of rates from Yakima, Wash., is illustrative: 


Via New Orleans, La. 
Present combination Present joint rate 
135 129% 


Fresh Vege- 
Fresh Fruits, C. L. tables, C. L. 


To Present Proposed Present Proposed 
CO, MER 2S oa dn ioc ee aeeds nies os 35.5 36.5 28.5 32 


SE, SUNS 8s 5 Fee iadee ee vetetes 28.5 32 28.5 28.5 
Speman,” Wa. ire Contes ievisiies 45 41.5 45 41.5 


In I. and S. No. 1991, the Commission has suspended from 
December 24 until April 22 schedules as published in supple 
ment No. 9 to American Railway Express I. C. C. No. 1804. 

The suspended schedules propose to restrict the applica- 
tion of express rates on buttermilk, condensed milk, cream and 
milk so as to not apply on shipments originating on, destined 
to, or forwarded via the Chicago & Northwestern Railway. 

The following is illustrative of resulting increases: 

TO OMAHA, NEB. 





*—_ — i 

5 8 10 5 8 10 

From gal. gal. gal. gal. gal. gal. 
Werte. Ta a. oo soos os nse dare 43 58 65 65 85 = 95 
I I a . cesanaenne ene 45 60 67 69 s9 «97 





* Present express rates. {Combination express and baggage car rates. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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LOSS OF OR INJURY TO GOODS 


Limitation in Bill of Lading Held Not in Violation of Statutes: 
(Superior Court of Delaware, New Castle.) A bill of lading 
issued November 16, 1917, and requiring suits for loss, damage 
or delay to be brought within two years and one day, did not 
violate Cummins act March 4, 1915, making it unlawful to pre- 
scribe a shorter period than two years, the Carmack amend- 
ment (U. S. Comp. St., sec. 8604a, 8604aa), which did not pre- 
scribe any period of limitation, but merely required the issuance 
of a receipt or bill of lading and declared its effect, or any 
other federal statute—Hercules Powder Co. vs. Pennsylvania 

R. Co., 122 Atlantic Rep. 546. 

Where Limitation Is Part of Contract of Shipment, a Subsequent 
Statute Affecting Such Limitation Is Not Applicable: 
Where the limitation of time to sue is embodied in a con- 

tract, such as a bill of lading issued in conformity with the 
Cummins act, stating the time after delivery within which suits 
must be brought against a carrier, a subsequent statute, such 
as transportation act February 28, 1920, tit. 2, sec, 206f, pro- 
viding that the two year period shall be computed from the 
date carrier disallows claim, and that the period of federal con- 
trol shall be excluded, does not apply.—lIbid. 

Appellate Court Will Assume Goods Were Deliverable Within 
Reasonable Time After Receipt by Carrier, in Absence of 
Agreement as to When They Were Deliverable: 

In the absence of an agreement between a shipper and a 
carrier as to when the goods were to be delivered, the appellate 
court will assume that the time of delivery was a reasonable 
time after the goods were received by the carrier.—lIbid. 
Carrier Not Relieved of Liability for Loss or Damage Merely 

Because Shipper Furnished Defective Car: 

A carrier is not relieved of liability for loss or damage to 
goods caused by a defective car, merely because the shipper 
furnished that car, if the loss could have been prevented by 
reasonable diligence of the carrier in inspecting the car, unless 
the shipper released the carrier from liability.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter 
‘ System, published by West Publ Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Bill of Lading Held Not to Relieve Ship from Liability for 

Negligence: 

(Circuit Court of Appeals, Second Circuit.) Provision in 
bill of lading that carrier was not responsible for contents, 
weight, and quality of packages, nor breakage and fragile con- 
tainers, did not relieve the ship from liability for damage 
resulting from negligence in stowage or in handling or. care of 
ee Isla De Panay (three cases), 292 Fed. Rep. 
Evidence Held to Show Proper Stowage and Care: 

In libels for damages to olives delivered in bad order, evi- 
dence held to show that stowage was proper, and that the han- 
dling of the cargo was free from negligence.—Ibid. 

Ship Held Not Liable to Innocent Holders of Bills of Lading: 

A ship held not liable to innocent holders.of clean bills of 
lading, issued in consideration of guaranty of shippers to hold 
owner harmless should any damage occur, in that a fraud had 
been committed on the holder; defense being that containers 
were insufficient.—Ibid. 

No Ability for Loss From Excepted Peril, Uniess Negligence 

Shown: 

The general rule is that, where a loss arises from an ex- 
cepted peril, the ship is prima facie excused, and can only be 
held liable on affirmative proof that some negligence on the 
ship’s part was the efficient cause of the loss.—Ibid, 

Bill of Lading as Receipt May be Contradicted by Parol: 

A bill of lading, when considered as a receipt for goods, may 
be contradicted by parol evidence.—Ibid. 
“Clean Bill of Lading” Defined: 

A “clean bill of lading” is one which contains nothing in the 
margin qualifying the words in the bill of lading itself.—Ibid. 
Ship Liable for Damaged Condition of Cargo Only for its Fault: 
_ Under Act Aug. 29, 1916, Sec. 2 (Comp. St. Sec 8604 aaaa), 
if a consignee in a straight bill of lading pays consignor for the 
g00ds before he receives them, or directs his banker to pay on 
presentation of a clean bill of lading, he pays at his own risk, 
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and cannot hold the ship liable, unless he can show that the 
damaged condition of the merchandise was occasioned by the 
ship’s default.—Ibid. 

Letters of Guaranty Held Not to Impose Liability on Ship: 

Where letters of guaranty were not addressed to a ship, or 
its captain or master, but to the company oWhing the ship, they 
could impose no liability on the ship by reason of the issue of 
clean bills of lading; neither the captain nor any other officer 
of the ship having anything to do with such letters of even 
seeing them.—Ibid. 

Character of Silence Operating as an Estoppel Stated: 

When silence is of such a character and under such circum- 
stances that it would become a fraud on the other party to per- 
mit the party who has kept silent to deny that his silence has 
induced the other to believe and act on it, the silence will 
operate as an estoppel.—lIbid, 

Ship Held Not Estopped From Showing True Condition of Ship- 
ment When received: 

Under Harter Act, Sec. 4 (Comp. St. Sec. 8032). a ship was 
not estopped from showing the true condition of shipment when 
received on board in a proceeding by innocent holder of clean 
bill of lading for damages for delivery in bad condition; the bill 
of lading being silent as to the true condition of the shipment, 


er gg owners of the ship having received letters of guarantee. 
—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publi Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Both Parties May Introduce Evidence as to Correct Weight, and 
Have That Issue Submitted to Jury, in Action for Additional 
Freight Charges: 

(Supreme Court of South Carolina.) Where bill of lading 
stated that specified weight of shipment was subject to correc- 
tion, and carrier brought action to recover freight charges on the 
theory of a mistake in the weight of the shipment, both parties 
were entitled to introduce evidence as to the correct weight, and 
have that issue submitted to the jury.—Southern Ry. Co. vs. 
Collins, 119 S. E. Rep. 833. 

Persons Accepting Freight Under Order-Notify Bill of Lading 
Liable for Additional Freight Charges, Due to Error in 
Stating Weight: 

Where consignor shipped goods to his own order by a bill 
of lading providing for notice to defendant, and defendant ac- 
cepted the goods and paid the freight demanded, he was liable 
to carrier for an additional freight charge, due to an error in 
stating the weight of the shipment.—Ibid. ’ 


TWO YEARS’ TIME LIMIT 


The Supreme Court of Illinois last week rendered a deci- 
sion in the appeal of Denney & Co. vs. Oregon Short Line, 
sustaining the opinion of the trial court in holding that suits 
for undercharges on interstate shipments against the railroad 
companies by the shippers must be brought within two years 


from the date the shipment is delivered or the cause of action 
is barred. 


The -shipment in question moved from Payette, Idaho, to 
Chicago in September, 1920. The plaintiff alleged that the 
railroad company overcharged it the sum of $539.26, which 
amount was not denied by the carrier as being an overcharge, 
but the carrier’s defense was that, since the decision of the 
United States Supreme Court in Kansas City Southern vs. 
Wolfe, the carrier could not pay the claim for overcharge at 
this time, as the Supreme Court, in the Wolfe case, decided 
that the lapse of time completely destroyed the right of action. 
The Supreme Court of Illinois, in commenting on the decision 
of the United States Supreme Court, used the following lan- 
guage: 


The Supreme Court, quoting Section 9 and 16, held the lapse of 
time had destroyed any liability of the carrier to the shipper and 
held the demurrer should have been sustained and reversed the judg- 
ment. As we understand the plain language of that decision, the . 
Supreme Court of United States held that congress had legislated 
on the question of limitation of time within which a shipper may 
bring an action at law against a carrier subject to the act for charges 

aid in excess of the published tariff rates; and that the time to 

ail such action is limited to two years and if the action is not 
begun within two years after it accrued, any liability_is destroyed. 
It is true the opinion does not, in terms, say congress had legislated 
on the question and fixed the limit of time at two years, but the 
conclusion of the court could not have been reached if that had not 
been true, and we must accept the decision as age | based on these 
terms. Whatever view we might have taken in the absence of a 
decision of the United States Supreme Court we cannot ignore the 
decision of the highest court in the land interpreting and applying 
a. federal statute. It would, therefore, seem unnecessary, if not im- 
proper for us to discuss the constitutional questions raised by the 
assignment of errors argued in plaintiff’s briefs. 







































































































































SHIPPING BOARD TANGLE 


The Trafic World Washington Bureau 


Chairman Farley, of the Shipping Board, asked President 
Cociidge, December 27, to withdraw his nomination for ap- 
pointment on th@*board. It was indicated that the President 
would comply with the request. The date of Farley’s resigna- 
tion will be announced later, It was expected that he would 
be asked to remain as chairman until his successor qualified. 

Mr. Farley said he had no objections to offer to the Senate 
committee’s ruling that he was disqualified as a representative 
of the interior because his legal residence was in the lake port 
of Chicago. 

J. E. Barnes, of the Todd Shipbuilding Corporation, and 
F. J. Gauntlett, of the Newport News Shipbuilding and Dry 
Dock Company, were understood to have urged the President, 
December 27, to appoint as chairman one of the present mem- 
bers of the board. 

Rejection by the Senate commercee committee of the nom- 
ination of Chairman Farley of the Shipping Board, it was said 
at the White House by a spokesman for the President, left the 
President at a loss as to what he should do about a chairman. 
Therefore, the spokesman said, he decided to withdraw imme- 
diately the nominations of Commissioner Thompson of Alabama 
and Commissioner Haney of Oregon, both Democrats, that he 
might have the opportunity to make a rearrangement of the 
representation on the board if that were necessary in solving 
the chairmanship problem. 

The decision of the Senate committee that Chicago igs not 
in the “interior,” and that, therefore, Farley could not be ap- 
pointed to represent the “interior,” his legal residence being 
Chicago, will compel the President to select a member of the 
board from the territory west of the Mississippi and east of 
the Rocky Mountains. There has been and will be considerable 
agitation for the appointment of a “dirt farmer” on the board 
from the interior. 

The President, it was said, thinks it unlikely that he will 
be able to find in the interior a man with shipping experience 
for the chairmanship. The supposition, therefore, is that he 
will select a man for the chairmanhip from the north Pacific 
coast, the Gulf coast, or from the four members of the board 
who have been confirmed by the Senate—Commissioners Plum- 
mer, Benson, Lissner, and O’Connor. If a choice is made from 
the four members named, it is believed that Plummer, an 
admiralty lawyer of long shipping experience, stands the best 
chance of being designated chairman. 

Withdrawal of the nominations of Commissioners Haney 
and Thompson, it was said, did not mean that the President 
was dissatisfied with their records on the board. On the other 
hand, it was said, the President regarded them as efficient 
members of the board and hoped to find a way that they might 
be left on the board. Senator Underwood of Alabama and 
Senator McNary of Oregon appealed to the President in behalf 
,of Thompson and Haney, respectively, after their names had 
been withdrawn. Many messages from Oregon also were sent 
to the White House urging that- Haney be retained on the 
beard. Haney was appointed by President Harding with the 
backing of practically all Interests in Oregon, regardless of 
political affiliations. 


Shortly after the President had withdrawn the names of 
Thompson and Haney, but had permitted Farley’s name to re- 
main before the Senate, an attempt was made to show that 
the withdrawal of the names was intended as a slap at the 
Senate committee for rejecting the Farley nomination. So far 
as could be learned there was no basis for such a construction 
being placed on the President’s action, and no indications that 
the President desired to override the decision of the Senate 
committee. It is understood that, as a matter of fact, the Presi- 
dent has been dissatisfied with the Shipping Board situation 
and that he hopes to improve matters by the selection of a 
new chairman. Every indication at the White House has been, 
since the rejection of the Farley nomination, that the President 
regarded Farley as being through with the chairmanship. 


If the President should reappoint Thompson and Haney, 
he would then have to appoint a Republican member of the 
board from the interior, and, as he has indicated that it would 
be difficult to find a chairman in the interior, he would be 
forced to turn to the present members of the bard for a chair- 


man. In such an event it is believed that Commissioner Plum- 
mer would be named chairman, 


Chairman Farley, it is understood, has found himself on 
the minority side in the board on a number of questions. 
Commissioners Plummer, O’Connor, Haney and Benson, aided 
now and then by Commissioner Thompson, have voted down 
propositions urged by Farley. Commissioner Lissner is under- 
stood to have voted with Farley. The difference of opinion 
among the board members began to develop with consideration 
of the plans for changing the present method of operating the 
fleet. Farley, favoring originally the ship corporation plan, was 
voted down, and the final outcome was the decision to continue 
the present method with. modifications.. The .original Farley 
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plan met. with opposition from the steamship interests and others 
and there is no question but that this had much to do with 


the opposition that developed against Farley in the Senate 
commerce committee. 


Chairman Farley and Commissioners Thompson and Haney 
continue in office for the present under their recess ap- 
pointments. If the President should name three new mem- 
bers, Farley, Thompson and Haney would serve until the Sen- 
ate had confirmed the nominations. 


In its weekly bulletin to members, the National Merchant 
Marine Association said, in part: : 


With the senate commerce committee’s unanimous decision that 
Edward P. Farley is not eligible to serve as chairman of the Shipping 
Board, followed by President Coolidge’s withdrawal of the nomina- 
tions of Bert E. Haney, of Oregon, and Frederick I. Thompson, of 
Alabama, as commissioners, the situation as regards the government’s 
administration of its merchant marine is somewhat confused. In this 
connection, interest attaches to a bill introduced by Senator Edge, 
of New Jersey, which, if enacted, would abolish the present Shipping 
Board, and would substitute a United States Shipping Administration, 
in charge of a single director. Mr. Edge is a prominent administra- 
tion supporter but it has not been indicated that his bill has the 
support of the party leaders. It is pointed out, however, that the 
proposed measure would do away with the situation of rceent months, 
with a board hopelessly split over policies, and with its chairman 
in the minority. . 

It has been urged that a representative of the agricultural interests 
be chosen as the representative of the interior, as such a step would 
give the great body of American farmers a direct voice in the shipping 
policy, which is due them, as a large proportion of our exports are 
farm_products. ; . 

The three appointments to the board which remain unsettled in- 
clude two Democrats and one Republican, representing the Gulf, the 
Pacific Coast and the interior districts, respectively. As the chair- 
man chosen will undoubtedly be a Republican, and as the choice will 
probably not be made from the interior or the Gulf states, the ap- 
pointment is likely to go to a Pacific Coast man. This would eliminate 
Commissioner Haney; but it is possible that a readjustment may be 
made, throught the appointment of a present member of the board 
as chairman, or in another way. Although Mr. Haney has been 
with the board only a short time, he is highly regarded, and has 
rapidly developed a constructive grasp of shipping problems. Mr. 
Thompson, who has been longer with the board, has a thorough 
knowledge of conditions, and it is indicated that the President re- 
gards both men as excellent officials and hopes to find a way of 
continuing them on the board. Senator McNary of Oregon, who is 
urging the retention of Mr. Haney, predicts that the names of both 
Haney and Thompson will be sent back to the senate. 

The appointment of a farmer as the Middle West’s representative 
on the Shipping Board was advocated in resolutions passed at Omaha 
at a meeting of the Middle West Farmers-Manufacturers Conference, 
held under the auspices of the Middle West Foreign Trade and Mer- 
chant Marine Committee, of which Senator Willis of Ohio is chair- 
man. The upbuilding of the American merchant marine without the 
aid of a ship subsidy, but through preferential legislation was also 
urged by the Omaha conference. 


BAR AND LEVIATHAN 


The Trafic Wevls Washington Bureau 


Shipping Board officials made every effort to get the com- 
mittee representing the American Bar Association to contract 
for passage on the Leviathan or George Washington for mem- 
bers going to London next July and offered to meet any terms 
offered by foreign lines, it was declared at the board after 
Frederick E. Wadhams, treasurer of the association, had issued 
a statement in which he said arrangements were made to sail 
on the British liner Berengaria after the representative of the 
Shipping Board “declined to give any assurance whatever as 
to the date of sailing” of the Leviathan for the trip. 

In his statement Mr. Wadhams said at least 800 first-class 
accommodations would be required for the trip and that he 
approached, first of all, the Shipping Board. He said the only 
vessels they had to suggest were the George Washington and 
the Leviathan. 

“The George Washington,” said he, “was represented as 
having first-class accommodations for only 450 persons,- which 
was entirely inadequate. The Leviathan, of course, would have 
been quite satisfactory, but their representative declined to 
give any assurance whatever as to the date of sailing.” 

Mr. Wadhams said he discussed the matter with the repre- 
sentatives of the White Star and Cunard lines, and that the 
latter company agreed to change the sailing date of the Beren- 
garia to meet the convenience of the association, and also 
offered favorable financial arrangements. He said before final 
decision was reached by the committee he returned to the rep- 
resentative of the United States Lines, the Shipping Board 
oorganization, and asked him to give a sailing date for the 
Leviathan, “which he again stated he was entirely unable to do.” 
do.” 

The Shipping Board’s reply follows: 


Officials of the United States lines first heard of the proposed 
trip of the American Bar Association in October, 1922, and the assist- 
ant traffic manager at once took personal charge and got in touch 
with Frederick E. Wadhams and arranged numerous meetings not 
only with him but with the committee then considering the matter, 
one of which meetings was held in the office of John W. Davis, at 
which rates, ships and technical features were discussed. 

Both the steamship Leviathan and ‘the steamship George Wash- 
ington were offered to the committee. The United States/lines were 
asked whether they were willing to meet any offers made by an 
English line and were informed that they were, which was .confirmed 
by a letter stating “We are prepared to make the same terms and 





Dec 


cond 
tors. 
} 


presi 
Kem 
was 

Was! 
datic 
the 1 
desi! 
point 
lines 
Shor 
Bere 


Can 
7. e 


pass 
usin 
of ; 
of t 
enti 


the 


Ger! 
Am«¢ 
Brit 
Dan 
Nor 
Swe 
Rus 
Fini 
Oth 


ord 
ton 
Tra 
dim 
an 
ber 


als 
the 
cre 
abe 


act 
yee 


lub 
au 


qui 


col 


~ oO enw + was VBS ea Www! 


@@t tee 


sed 


ich 
not 
ter, 

at 


sh- 
ere 


ned 
and 


December 29, 1928 THE TRAFFIC WORLD * 1607 


conditions as have been or will be advanced by any of our competi- 
tors.” 

Mr. Kemp, secretary, Mr. Wadhams, treasurer, and Mr. Davis, 
president, were invited on the trial trip of the Leviathan, and Messrs. 
Kemp and Wadhams attended, at which time every phase of the trip 
was discussed. Later meetings were held and the steamship George 
Washington was offered with the agreement to turn all of its accommo- 
dations, amounting to 948 persons, into first class, for the purposes of 
the trip, the association to sell and allot the accommodations as they 
desired. A new committee of the bar association was suddenly ap- 
pointed, which held a meeting on October 31 which the United States 
lines requested permission to attend, which permission was denied. 
Shortly thereafter the information was received that the British ship 
Berengaria had been picked. 


KIEL CANAL TRAFFIC INCREASES 


The volume of shipping using the Kiel (Kaiser Wilhelm) 
Canal in 1923 promises to exceed that for 1922, says Consul 
T, Jaeckel, Hamburg, in a report to the State Department. 
During the first half of 1923, 20,328 vessels of 6,639,023 tons 
passed through the canal, and in the third quarter vessels 
using the waterway totaled 12,783 of 4,640,885 tons, This total 
of 33,111 vessels of 11,279,908 tons for the first nine months 
of the year compares with 39,210 ships of 12,575,987 tons for the 
entire twelve months of 1922. 

The nationality, number and tonnage of vessels transiting 
the canal during the third quarter of 1923 was as follows: 

‘ 


Nationality Number Tonn 
ee eae Ee Ee TTY eA oe hie ee See 9,126 1,863,153 
RMOEMR s.ccchidests rode We Kaisidhleaheasibtechw Jee eew 23 81,103 
BEE rere cata a: brwior'ahsi 0 ag) Soe ames oidant eaiaiaoaee aetna 419 587,578 
INI © Ais 6sgicilox c/a dia 615" Valet: Sep sj. 7 heed Olas Sean oon ela 1,055 444,509 
TN oc a:bibre 56 a9 Sats SEA O Melee s whew Oe ed aaaaee 409 365,752 
INE eso ko: 0:04:50 Var elacoviieed sia e oa eirdielobela baleraealeve Sterclesete 930 560,629 
a alah ureehacae: atu wiaierg>o)dens 0 sastghedoy minke o Smee anes 5 1,248 
I RE ee eee rere emt eRe 140 99,094 
NID Shdhis ct-b:'s: pie thiave*o aio Gia aueh biomed wlaw alee oca-elevaaaie ae 823 577,819 

MINED wore bia 0576-0 cin < o:6 tani eects einen a Maina a iraaen 12,783 4,640,885 


WORLD’S LARGEST MOTOR-LINER 


The Union Castle Mail Steamship Company has decided to 
order a large twin-screw motor passenger liner of over 20,000 
tons gross for their South African service, according to the 
Transportation Division of the Department of Commerce. The 
dimensions of the vessel will be 630 feet by 73 feet by 46 feet, 
and luxurious accommodation will be provided for a large num- 
ber of passengers. f 

This will be by far the largest motor-ship in the world and 
also the most powerful yet designed. The striking advance in 
marine Diesel engine practice has been rendered possible by 
the double-acting construction, without the necessity of in- 
creasing the diameter of the cylinders more than a few inches 
above the diameters in common use among the numerous single- 
acting Diesel engines which have been in service for several 
years. 

The pumps for circulating salt water, fresh water, and 
lubricating oil in the main engineroom, and, in fact, all the 
auxiliaries in the machinery spaces as well as for deck pur- 
poses, will be electrically driven. 


EXTENSION OF COASTWISE LAWS 


The Trafic World Washington Bureau 


President Coolidge this week took up consideration of the 
question of extending the coastwise laws to the Philippines. 
Senator Jones, chairman of the Senate commerce committee, 
conferred with the President, December 26, on the subject and 
was asked by the President to prepare a memorandum in sup- 
Port of extension of the laws and also to prepare an outline of 
shipping policy that the senator believes should be followed by 
the government, 

After the conference it developed that there was a misun- 
derstanding several weeks ago as to a memorandum received 
from the Department of State on the question of extending the 
Coastwise laws to the Philippines. At that time a spokesman 
for the President in replying to an inquiry about the matter 
Said the Department of State has submitted a report the effect 
of which was that there was grave doubt as to whether exten- 
Sion of the coastwise laws to the Philippines would not violate 
treaties with other nations. 

What really happened, it was said, was that the Department 
of State had simply transmitted to the President a memoran- 
dum prepared by an official of the United States Tariff Com- 
mission on the subject and that the memorandum did not re- 
flect the views of the Department of State. 

When the spokesman for the President said the Department 
of State felt about the matter as reported, it was generally 
conceded that the President would not be inclined to approve 
extension of the coastwise laws to the Philippines. The dis- 
covery that the position of the Department of State had been 
misrepresented through inadvertence put a different light on the 
matter, The Shipping Board submitted a report to the late 
President Harding recommending extension of the coastwise 


laws to the Philippines and President Coolidge has that report 
before him. 


Chauncey Parker, general counsel of the Shipping Board, 
also conferred with the President December 26. 


OCEAN CHARTER RATES DECLINE 


The Trafic World New York Bureau 

Following an uninterrupted upward trend for three months, 
ship charter rates on full cargoes took a sudden and substan- 
tial turn downward last week. The deadlock between shippers 
and shipowners, due to the disparity between figures quoted 
by each, was broken in favor of the cargo shippers. This seems 
to have been due to the realization of the owners almost over- 
night that there was a surplus of vessels compared with freight. 

The sharp setback may be regarded as a natural reaction 
to the swift advance, which had created overconfidence among 
shipowners that the upward swing would continue with its ini- 
tial momentum. There is nothing to indicate that a return to 
the abnormal depression of last summer will take place, but 
for some time to come, at least, trading will be on a more nor- 
mal basis. 

Radical reductions were made in the coal and grain trades, 
with especial weakness in the coal business to South America, 
This seems to have been due to the lack of offerings in that 
direction, coupled with the seasonal slackness during the 
holidays. 

Absence of offerings accounted for the grain slump. Very 
few charters were closed. Rates from North Atlantic ports to 


‘ the Continent were quoted nominally at 13 to 13% cents for 100 


pounds to the Antwerp-Hamburg range. Italy was quoted at 
17 cents. A similar situation prevailed to the United Kingdom, 
with offerings at three shillings for a quarter of 480 pounds. 

After a dull period in the South American coal trade, dur- 
ing which shippers refused to come up to the figures asked by 
the shipowners, there was renewed activity at lower prices. 
Fixtures to Rio de Janiero dropped within a few hours from 
$3.65 a ton to $3.35 and the next day to $3.25, the lowest price 
reached on the movement. This compared with $3.75 to $4.00 
a ton asked several days previously. In the trans-Atlantic coal 
trade there were several fixtures to French Atlantic ports at 
$2.75 a ton for December loading. A small cargo was fixed to 
Rouen at $3.10 but this was the top price. Business was fixed 
to Italy at $3.00 to $3.10 a ton with additional cargoes available 
for January and February at this figure, according to Funch, 
Edye & Co. Shippers were not inclined to hasten covering their 
commitments. r 

Only one vessel was reported closed on sugar, from San 
Domingo to the United Kingdom at 23 shillings a ton, about in 
line with recent transactions. Apparently shippers are await- 
ing a decline in this market also, 

In the time charter market the deadlock continued, with 
shippers refusing to come up to the prices asked by shipowners. 

Rates for small parcels of grain on regular liners remained 
fairly steady, with some sympathetic reaction with the tramp 
market. The advances decided on by the steamship conferences 
on other commodities have not yet become effective. 


SERVICE OPERATORS SELECTED 


The Trafic World Washington Bureau 


J. H. Winchester and Company, of New York, and W. A. 
Blake and Company and the Baltimore Steamship Company 
were selected December 27 by the Shipping Board committee 
on the new plan for operation of the freight services between 
north Atlantic and United Kingdom Ports to operate the two 
services into which the existing five services will be consoli- 
dated. The Winchester Company will be the New York man- 
aging operator and the other two companies the Baltimore 
operators. 


SHIPPING WITH GERMANY IMPROVES 
The Trafic World New York Bureau 

Freight traffic to and from Germany has improved distinctly 
within the last several weeks, according to officials of steam- 
ship lines on that route. Whether this is permanent or not, 
they would not venture on opinion, but stated it as a fact that 
both exports and imports had increased perceptibly above the 
business transacted earlier in the year. 

While the reasons for this advance are obscure, it is as- 
sumed that it is due in part to the closing of the Montreal sea- 
son, which is diverting much of the grain trade to this port; 
the shortage of vessels caused by the withdrawal of a large 
number of liners for their winter overhaul, and to a revival of 
industrial activity in Germany. A fact which has caused con- 
siderable comment among shipping men is that Germany seems 
to be able to pay cash for a substantial volume of imports des- 
pite financial and political unsettlement. 

“While there has been some improvement in trade with 
Germany, it is yet too early to say that this is permanent,” said 
R. H. M. Robinson, president of the United American Lines. He 
added that there were several hopeful signs. 
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W. J. Love, managing director of the United States Lines, 
expressed a similar opinion. There has been a distinct better- 
ment in German business, but especially with Rotterdam, Mr. 
Love said. He explained that the situation over there changed 
so rapidly that it was difficult to predict what the future would 
be or even to forecast the trend of trade from week to week. 

In Mr. Love’s view, the constantly shifting exchange rates 
result in routing shipments at one time by the Rhine and again 
by railroad into Germany. He said a definite settlement of the 
Ruhr controversy, such as that indicated by the German indus- 
trialists ard the French government, would bring about a marked 
improvement. 

Another significant development pointed out by Mr. Love 
was the recent increase in trade through the Russian Black 
Sea ports. Grain cargoes are now moving out freely for the 
first time in several years. 

Coupled with the increase of 25 per cent in freight rates 
from German ports to the United States and the prospects that 
eastbound rates will be advanced, the current improvement in 
cargoes has resulted in a more optimistic sentiment among ship- 
ping men. 


TO OPPOSE RAIL DIFFERENTIAL 


Various commercial organizations of New York are prepar- 
ing to oppose the pending appeal of the south Atlantic ports 
before the Interstate Commerce Commission to extend to the 
south Atlantic the railroad freight differential under New York 
which is applied to Baltimore to Philadelphia. The Port of 
New York Authority has already moved to intervene. It is 
expected that the Chamber of Commerce and other organiza- 
tions wil] take similar action. 

New York interests see in this appeal an entering wedge 
to bring about the general extension of the freight differential 
to all south Atlantic and Gulf ports, with the purpose of divert- 
ing still more of the national export and import business han- 
dled by this port. Another possibility which is given considera- 
tion here is that the railroad consolidations west of the 
Mississippi Valley may develop north and south trunk lines 
which would cause much of the traffic now moving east to 
New York to flow south to Gulf ports. 

The Port Authority last month wrote to the trade bodies 
in the New York district outlining the situation and asking if 
they desired to take any action, independently or in conjunction 
with the Port Authority, to oppose this appeal. The responses 
were practically unanimous in favor of prompt opposition. 

One exception was the Newark Chamber of Commerce, 
which, through Traffic Manager Charles J. Fagg, declared that 
the time for such action was not opportune, and that some 
step of this kind would be taken after the differential was 
applied if it developed that it was against the best interests 
of Newark. Mr. Fage asked “for what reasons” the Port 
Authority had decided to intervene, and said that the Newark 
Chamber would defer a decision until the effect of the differ- 
ential was noted after practice, The Port Authority offered to 
meet a committee of the Newark chamber to discuss the situa- 
tion in detail, but no reply has thus far been received, 

The Port Authority has figures to show that since 1870 
New York’s share of the country’s commerce has declined from 
50 to 35.9 per cent in exports and from 69 to 47 per cent in 
imports, while southerly ports have made considerable ad- 
vances in the trade in cotton, oil, sugar, tobacco and other 
commodities, largely as a result of differentials now in effect. 


. COTTON CARGOES 


“Those who may have been misled by propagandists seeking 
to neutralize the beneficial effect of an American merchant 
marine, and thus destroy the American effort reflected in the 
operation of the United States Shipping Board, can receive 
some enlightenment from the figures reflecting the movement 
of cotton from Southern producing centers,” Commissioner 
Thompson said in a statement, continuing as follows: 


Less than two years ago the Southern planter was at the mercy 
of the foreign ship owner in the ocean movement of the South’s 
basic commodity. Approximately 10 per cent of cotton was ex- 
ported in American bottoms, and 90 per cent in foreign bottoms. 
Foreign spinners, in combination with foreign ship owners, were 
potentially in control of the ocean transportation to world markets 
of one of the greatest agricultural products of the United States. 

This monopoly of transportation has been broken by the effective 
efforts of the United States Shipping Board. In November, of a total 
of 541,186 bales of cotton moving from Gulf ports to United Kingdom 
and Continental European ports, 298,921 bales moved in vessels op- 
erated by the United States Shipping Board; 3,648 bales on ships 
under the American flag, but privately owned and operated; and 
236,617 bales moved in vessels under foreign registry. Vessels under 
the American flag moved 55 per cent of the cotton shipments, and 
of this percentage the vessels operated by the United States Shipping 
Board from the Gulf ports moved more than 50 per cent. 

No clearer demonstration can be afforded of the essential ne- 
cessity for the preservation of Shipping Board operation from the 
Gulf as a protection to the Southern cotton planter. This rule applies 
in equal force to every American producer and every American manu- 
facturer, from all the seaboard outlets on the Atlantic, Pacific or 
Gulf, and is illustrative at a moment when certain interests are 
seeking to nullify the operation of ships by the United States Shipping 
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Board, which if successful would have the inevitable result of re-estab- 
lishing a foreign controlled transportation monopoly on the seas. 


ASSIGNMENT OF VESSEL 
The Emergency Fleet Corporation has assigned the Jennie 
R, Morse, of 9,400 deadweight tons, to the Barber Steamship 
Lines, Inc., of New York, for their Far East service. 


CORRECTS TRANSIT RATE 
Paul Henderson, Second Assistant Postmaster-General, has 
reissued the notice with respect to “Parcel Post for Esthonia” 
(see Traffic World, December 22, p. 1548), correcting the rate 
on “Exceeding 11 pounds and up to 22 pounds,” to 18 cents 
instead of 16 cents, 


SHIPPING BOARD SALARIES 

The Shipping Board has submitted to the Senate, in re- 
sponse to a resolution offered by Senator King of Utah, a 
detailed report covering, among other things, compensation paid 
officials and employes of the Emergency Fleet Corporation. 
Senator Jones, chairman of the Senate Commerce ,Committee, 
said he was reliably informed that it cost $50,000 to get up 
the report, which embraced hundreds of typewritten pages. 
The report shows that the officials getting $20,000 or more are: 
W. J. Love, vice-president, $25,000; W. B. Keene, vice-president, 
$20,000; J. E. Sheedy, vice-president, $25,000; Sidney Henry, 
vice-president, $20,000; Chauncey Parker, counsel, $20,000, and 
T. H. Rossbottom, manager of the United States Lines, $20,000. 





INLAND WATERWAY BILLS 


Senator Ransdell of Louisiana and Representative Denison 
of Illinois have introduced bills (S. 1559 and H. R. 4160) to crea- 
ate the Inland Waterways Corporation for the purpose of carry- 
ing out the mandate and purpose of Congress as expressed in 
sections 201 and 500 of the transportation act. Such a corpora- 
tion has been urged by Senator Ransdell and Col. Oshburn, 
chief of the inland waterways division of the War Department. 


FOURTH SECTION CONFERENCES 


The fourth section committee of southern carriers will hold 
public conferences in room 1207, No. 101 Marietta street, Atlanta, 
Georgia, beginning at 10:00 a. m., on each day shown below to 
discuss the readjustment of rates on the following commodities: 

Cement—Carloads, from Southern manufacturing points, Ohio, 
River Crossings, South Atlantic, Virginia and Gulf Ports to points 
in Southeastern Territory and Carolina Territory, February 5. 

Fuel Oil, Gas Oil, Road Oil and Lighin Liquor—Carloads, from 
Gulf and South Atlantic Ports, and Ohio River Crossings to desti- 
nations in Southeastern Territory, Mississippi Valley Territory and 
Carolina Territory, February 6. 

Petroleum and its products—Carloads from Gulf Ports, South 
Atlantic Ports, Ohio and Mississippi River Crossings to destina- 
tions in Carolina Territory, Virginia cities and Eastern Trunk 
Line Territory, February 6. 

Sugar—Carloads and less carloads, from New Orleans and 
Group, Savannah and Port Wentworth, and from Eastern refineries 
to destinations in Southeastern Territory, Mississippi Valley Terri- 
tory and Carolina Territory, February 7. 

Iron and Steel Articles—Carloads, and less carloads from 
Southern manufacturing points and from South Atlantic Ports to 
destinations in Southeastern Territory, Carolina Territory, Virginia 
cities and Eastern Trunk Line Territory, February 8. 

Statements are now being compiled showing present and 
proposed rates, and copies will be distributed about January 1, 
or earlier if possible. 


REDUCED TRANSCONTINENTAL RATES 


Acting through the Transcontinental Freight Bureau, the 
western carriers will open their fight for fourth section relief 
and reduced rates from Chicago and points west to the Pacific 
coast at a hearing before Examiner Pattison at Chicago on 
January 2, The Chicago hearing is expected to develop the 
major portion of the carriers’ case in support of the proposals 
under Transcontinental Freight Bureau application No. 26, I. 
C. C. Docket No. 12436. Mid-west shippers and commercial 
organizations who will actively support the application will also 
place their case on record at Chicago following the carriers. 

The opposing testimony of the intermountain interests will 
be taken at several hearings beginning at Salt Lake on Jan- 
uary 14, Butte, January 17; Boise, January 19; Spokane, Jan- 
uary 21; Portland, January 23; Reno, January 28, and San 
Francisco, January 29. It is also expected that a subsequent 
hearing may be held at New York. Support of the proposals 
is also expected from shippers on the Pacific coast ‘who will 
testify at San Francisco. ; 

The proposals of the carriers contemplate reductions from 
points west of the Indiana-Illinois state line to most of the 
Pacific coast terminals. They will attempt to meet the exist- 
ing rates from these points of origin eastward to the Atlantic 
ports and through the Panama Canal to the Pacific terminals. 
Iron and steel products constitute the principal items on which 
reductions will be sought and the proposals on these commod- 
ities contemplate approximately a twenty per cent reduction 
from the present level of rates, 
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THORNTON PREDICTS SUCCESS 


The Trafic World Ottawa Bureau 


In an address at Toronto this week President Sir Henry 
Thornton, of the Canadian National Railways, definiteely fixed 
three years as the period at the end of which taxpayers might 
expect to find themselves free from the burden of deficits on the 
Canadian National. He announced that up to the first of De- 
cember the net profits of the system had reached $15,500,000 
and he predicted that, in view of the conditions of traffic since 
that date, the net operating profits for the year would amount 
to $18,000,000, as compared with a net operating profit of less 
than three millions last year, Next year, he said, he would 
be greatly disappointed if there were not an operating profit 
of $30,000,000. A year after that, he said, it should be clear 
sailing for the Canadian National and for the people of Canada, 
so far as the railway problem is concerned. 

He pointed out, however, that the operating profit which 
he hoped to have at the end of this year would not meet the 
capital charges, so he asked for patience for at least two more 
years, and he was certain that, at the end of that time, if 
there were no great set-backs, the problem would have been 
solved. 

He also referred to the position in the maritime provinces, 
where, it is generally agreed, that the two reverses which the 
government has suffered in by-elections have been due to dis- 
satisfaction in regard to the operation of the Canadian National 
Railways. A Toronto paper said after the elections that “Hali- 
fax and Kent were carried for the Conservatives by Sir Henry 
Thornton.” A St. John paper, favorable to the government, 
sized up the result as follows: 


An unfavorable verdict in Kent means dissatisfaction with the 
railway management and the work in connection with its opera- 
tions. Kent has been fed by promises by both governments in con- 
nection with the purchase of its branch railways and their exten- 
sion to meet the popular demand. 


Sir Henry said in reply to such criticisms that he could 
not see that the maritime provinces had any real complaint. 
They had a separate region, with a man of their own at the 
head of it. They had obtained the removal of the differential 
of one cent a hundred in shipping rates. They were now 
pressing the claim that freight rates were retarding the de- 
velopment of their trade with the central provinces. He said 
every possible effort was being made toward solving that prob- 
lem and there were prospects that the solution would shortly 
be found. 

“So far as the big problem of Canada was concerned,” he 
said, “it was internal trade. The maritime provinces went into 
confederation with every belief that their two great winter 
ports, Halifaax and St. John, would be used to the utmost by 
the balance of the Dominion. So far as the rest of Canada 
is concerned, I feel that it is their duty to see to it that those 
ports: are used to the utmost for the development of the mari- 
time provinces and of the Dominion. It is only through a care- 
ful consideration of all parts of Canada by all Canadians that 
the greatest results can be achieved in the upbuilding of the 
country,” 


FLAVELLE TALKS TO BANKERS 
The Trafic World Ottawa Bureau 


Sir Joseph Flavelle, who was a director of the Grand Trunk 
Railway after it was taken over by the Canadian government 
and whose utterances carry great weight in Canada, recently 
delivered an address to the bankers at Toronto, on the railway 
situation in Canada, which has attracted much attention. When 
on the Grand Trunk board Sir Joseph made a proposal to 
the government that it write off the initial cost of the Inter- 
colonial and the Transcontinental and take common stock for 
the actual cost of acquiring the various systems, except the 
fixed charge incurred in respect to the Grand Trunk acquisition, 
future capital provided by the government for betterments, etc., 
to take the form of preference stock and future deficits to be 
converted, for the time being, into common stock until it ap- 
peared that there was a prospect of the company being able 
to pay them off out of excess earnings. The advantages of 
this scheme, it was pointed out, would be that the accounts 
of the company would show clearly the cost of acquiring the 
system, the losses sustained in operation and payment of fixed 
charges, the additional capital expenditure made to the system 
after unification, and the obligations due to the outside public. 
This proposal, which was made when the different units were 
being taken over in 1921, attracted favorable attention, but was 
not accepted ‘by the government of that day. 


In his recent statement Sir Joseph returned to the proposals 
formerly made. He began by expressing his opposition to 
public ownership and operation of railways or other industrial 
enterprises. 

“I hold the conviction,” he said, “that governments should 
confine their conduct and direction of business to the limits 
of departmental administration. Political practices and tradi- 
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tions are not conducive to effective conduct of business and, 
for the good of the country, governments should not undertake 
it. When, however, the country has these railways and cannot 
dispose of them without continuous penalty for fixed charges, it 
is in the interest of all that fair play be given in the heavy 
task of administration. A great injustice and unwisdom is 
now done in the inclusion in adverse returns, interest upon 
loans, advances or securities, in which the capital represented 
has been as completely lost as if it were thrown in the sea. 
In private ownership, under similar conditions, the loans: and 
much of the existing securities represented by interest charges 
would disappear under receivership proceedings. The private 
owners and lenders could not avoid taking the loss, The re- 
organized private company would commence with outstanding 
securities and liabilities reduced to such an extent that those 
concerned would consider the annual fixed charges would be 
met from the earnings of the company. Economic necessities 
in the operation of privately owned properties subject to busi- 
ness competition are as imperative in the operation of govern- 
ment-owned properties subject to business competition. As 
relief under receivership proceedings cannot be secured in a 
government property, means should be provided to eliminate 
charges that register the blunders and miscalculations of the 
past and which the enterprise cannot bear. Provision, there- 
fore, should be made to peg the fixed charges at an amount 
which the best judgment concerned believe the property will 
earn after a period of years. It must be remembered, how- 
ever, that the covenant of the country for the payment of the 
railway liabilities cannot be canceled. 

“The present plan of computing fixed charges by debiting 
the railway with the interest upon government loans and upon 
accumulated deficits paid by government grants, in addition to 
the interest upon the securities held by the public, when there 
is no possibility of the properties earning such charges for a 
period of years so remote that no one will make an attempt 
to conjecture the period, is only a make-believe affair, injurious 
to a just measure of the operation of these properties. It will, 
if continued, break the spirit of the administration, break the 
confidence of Parliament and the country in its efficiency, and 
will make possible misrepresentations such as the ‘whisper of 
death’ articles, which will work only mischief both to the rail- 
Way system and to the country.” 

There has been criticism of Sir Joseph’s proposal from the 
point of view of the man who pays the freight. It is pointed 
out that the writing down of the capital cost would give a 
fictitious appearance of prosperity and raise a demand for lower 
carrying charges; and, as the earnings increased and charges 
on account of private capital were overtaken, it would be used 
as an argument for increased wages. 


MONTREAL AS A GRAIN PORT 


The Montreal Harbor Board publishes statistics showing 
the position of that port as a grain handling port with other 
leading grain ports in America. Grain handled there this sea- 
son totaled 120,013,938 bushels. The totals of the other prin- 
cipal ports on the Atlantic coast are given as follows: 


Bushels Bushels 
a See ST, 180 bee. - Galveston. 0.0: 59s snes ee 10,469,000 
Ree ee ies ee Rr oe ,964,000 
Philadelphia ........006 32,107.000 Norfolk, Va. ........+. 3,568,000 
New Orie nc occccvs 19,512,000 Port Arthur, Tex...... 1,680,000 


Montreal maintains the position held in the two preceding 
years, but with a smaller total, the figures being, 1922, 155; 
035,817; 1921, 138,453,980. It may also be noted that the figures 
for Vancouver are not given, as the comparison is confined to 
Atlantic ports. 





GREAT LAKES RECORDS BROKEN 


All navigation records on the Great Lakes have been shat 
tered this year, so far as Canada is concerned. 


CANADIAN NATIONAL EARNINGS 


The November statement of operating results on the Cana- 
dian National Railways shows net earnings of $4,581,318, an 
increase of 135.05 per cent over November last year. Gross 
earnings amounted to $24,209,223, or $689,579 over November, 
1922. Mild weather has favored marketing and helped oper- 
ating costs. Total expenses for the month were $19,627,905, or 
$1,942,630 less than November, 1922. The net earnings for the 
eleven moffths ending November 30 were $16,602,603 as com- 
pared with $5,772,116 for the corresponding period of last year, 
an increase of 187.63 per cent. 


GOVERNMENT AID IN CANADA 
The Trafic World Ottawa Bureau 


Since the end of the war, nearly half a billion dollars of 
public money has been spent in railway construction and oper- 
ations, bringing the total government aid to railways to $662,- 
843,868. The total railway mileage of Canada is 39,773 miles. 
Advances by the Dominion, provincial or municipal govern- 
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ments, to the end of Decembér, 1922, amounted to $722,648,746, 
including cash subsidies of about $175,000,000, including the 
lines value at $38,000,000 given to the builders of the C. P. R, 
when they undertook to complete the line to the Pacific coast. 
Land grants total nearly fifty million acres. Bonds guar- 
anteed amount to over $400,000,000. Expenditures on govern- 
ment-owned railways amount to over $400,000,000. The total 
cost of the railways to the public is summarized as follows: 


Cash 

NE SESE erie et bere eee ed ee Pore ee $662,843,686 

ME. 6. SSL ORES Shee cusd oe Std eruteerebeebelseeees 43,414, 
MINER GOIN» 10/06 00,608 0 0106 FE CO ee 5405.60.5 1096 Hed ndtsne's owbwes 16,390,674 
$722,648,746 

Land Grants 

gi h34,028 

a. 0s nang bl Sb) AUER SCAN aN 0-0 CORO eae ee cine eee ,534, 
i RR isIE IIR 7S SSR A de St PE SNe | RES aE RA 160,000 
ne Foi bs ans ewe esle adh wae bee Ree See bebe 0S dees 1,788,392 
RUIN LIL OEE i sic cgalc bade vabiced ede ceebeekeed secs peeeeekes 1,778,950 
ian cn og whe weak betes. es sd meddmeh mapudle qewerne 3,421,207 
i. <4 5 wee Chae Hactiea aetna eee onset eiehnione as 8,233,410 
46,735,987 

Railway Bonds Guaranteed 
NE a. Stik. spin hip 64.0 00g NWS 0686S OES ETS ONE NV EO CHCELCCEES $238,536,766 
SS TE OF LOT OPT PP CET CL EEL eee 8,028,977 
Es ci. 5 Cou e a6 Ge ROKR IS Mads bh04 SORRem SR EAENTE Me Meh ewe 126,000 
ES Wate ce. COL 64.8 caWee bbCKeT COERSE NS CERO O ORC ES SSO RON ers 7,860,000 
CE Sb Sieg begets Ve be CO NeREECOd OOS eS SUERTE. bees tes 25,662,546 
ER: Fes de iesiottntestt-nliebsecusdic eva ce eaeetwenoee 28,582,012 
TE clan ale wee sige UObe SA ee BELbSN SEEN S kanes ae eC autos 35,488,128 
EE Yr ok cee Waeege veee bee utes Ges ecee weg muse 60,317,524 
$404,601,953 
Expenditure on Government Lines 
Canadian Government Railroad ....ccccccccccccccscccccsces $378,123,929 
PEN TOME TRAUITORE, bicccccccenccccccvccsececcocssedeser see 20,690,141 
GUSHSS BridwS 2c cccccccccccccccccccccvccccccccessevesesoccs 22,640,228 
$421,454,308 
Cost of Provinclalfty Owned Lines 

Temiscaming & Northern Ontario .......ceeeeeeceeceeecees $ 24,863,092 
New Brunswick Coal and RY.....ccccccccccccccceccvcecvcces 2,080,840 


$ 26,943,932 


Not including government advances but including guaran- 
teed issues, the capitalization of the railway systems at the 
end of 1922 was $2,159,277,131. This included $364,236,024 of 
dividend paying stocks; $520,594,192 of stocks not paying div- 
idends; $520,793,106 of debenture stocks and $743,653,809 of 
bonds. After paying bond interest and similar deductions, the 
net corporate income of-the railroads in recent years has been 
as follows: 


BOIS—-Burplus 2... veccvccccvevccscscvedcccccccscvcssccccsoscces $18,328,229 


WD1I9—Deficit .....ccccccccccccccccccccccccscccvccesccccsccccce 14,928, 667 
1920—Deficit .....ccccccccccccccccccccveccesvevcccccscccsvsene 43,359,719 
W9BJI—Deficit 2... cccccccccccccccccccvccccccccccscccccvccccccses 43,060,083 
BOTB—DGHE oc cccccicccccccccccccyccccccvccccceveseveceevesee 28,293,843 


After dividends and small sums applied to reserves, there 
were deficits in each year as follows: 1918, $19,075,271; 1919, 
$45,226,379; 1920, $73,563,354; 1921, $73,451,560; 1922, $58,712,967. 


CANADIAN LOSS AND DAMAGE 


Payments for loss and damage on Canadian roads last year 
on account of freight totaled $2,901,425, to which must be added 
$248,774 for damages to property, $141,221 for damage to live- 
stock on right of way, $1,071,083 for injuries to persons, and 
$17,439 for damage to baggage, or a total of $4,379,942. Clear- 
ing wrecks cost $737,868. 


EXPRESS NOT SUBJECT TO ASSESSMENT 


A judgment has been rendered in the county court of On- 
tario on the appeal of the Canadian National, allowing its con- 
tention that the express business carried on by the railway is 
not liable to business assessment in Toronto. 


S. A. TRANSCONTINENTAL RAILROAD 


(Translation of an editorial in the “Jornal Do Brazil’ of Rio De 
Janeiro, Brazil) 


The insidious maneuvers, which, since the Republic was 
proclaimed, have been associated against the campaign én favor 
of the most important undertaking on the South American con- 
tinent, justify this energetic attitude of the Centro Pernam- 
bucano (Pernambuco Association) in organizing a permanent 
commission for the purpose of promulgating and working for 
the fulfillment of a far-reaching transcontinental railroad from 
Recife to the Pacific and to the River Plate. 

This idea was conceived during the last days of the Empire, 
probably for the purpose of soothing the general dissatisfaction. 
The last Imperial cabinet did not hesitate in decreeing the con- 
struction of this great undertaking, to start from Recife, but 
did not decide upon any definite route or terminal point, as 
the general Imperial policy was one of indecision and reserve, 
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and was opposed to the democratic principles of continental 
harmony. 

When the Republican regime came into power, its leader, 
animated by the inspiration of good-will and friendship among 
the American peoples, erred in making a plan for an interna- 
tional project to expand the railroads from east to west, which, 
with the completion of the necessary maritime facilities, would 
bring us nearer to the western part of the European continent, 
and would permit us, with greater chances of success. to secure 
the advantages of Pacific civilization. 

When all of the difficulties standing in the way of the ful- 
fillment of this great project seemed to be done away with, 
and when everything seemed to be favorable for the realization 
of this great plan, many additional obstacles both within and 
without the country began to make their appearance, and local 
adversaries of the movement, fearing that his great project 
would affect their personal interests, employed all efforts to 
minimize the future advantages of the railroad and endeavored 
by every means to retard its realization. 

We cannot, in this short description of the principal facts, 
enumerate the absurd reasons advanced during the past thirty 
years in order to prevent the construction of the “Equatorial 
Vein” from the city of Recife to Arica, across the Goyaz Plateau. 
Our purpose is to call the attention of the public powers and 
of the people themselves to the many “foxy tricks” which are 
behind the modifications made in the project of building up 
the new federal capital. 


We say “foxy tricks,” because it is impossible to go ahead 
with a project of such magnitude in a region practically inac- 
cessible and so far from the coast without railroad connections 
first being established; they try to deviate from the main issue 
by authorizing the government, in this trying financial period, 
to open the necessary credit for the construction of extensions 


of railroads that will make possible the building of the new 
federal capital. 


It is exactly on this point that the local political factions, 
which have only their local interests at heart, hide their maneu- 
vers against the northern section of the country. To plan the 
extension of the Pirapora Railroad to the limits of the territory 
kept for the future capital will make unnecessary, they say, 
the construction of the transcontinental railroad, although the 
railroad would, in its route, connect the new federal capital 
with the principal points of the continent. These extensions 
of the Pirapora Railroad will guarantee the predominance of 
the south, a predominance which Sao Paulo does not wish to 
let go of, notwithstanding the great loss their unlimited ambi- 
tion causes us. There are many examples of this loss, as, for 
instance, the trickery in this connection with the Petropolis 
agreement, which brought so great a loss to the Amazonia, 
and the continued delay in setting a fixed time for the con- 
struction of the branch from Ports Uniao to the mouth of the 
Iguassu River, because Santos wants to have a monopoly of 
all the commerce of the central part of Brazil. 


This campaign made against the best interests of the whole 
nation, to satisfy the greed and ambition of a minority which 
does not hesitate to use every means they can to obtain their 
object, is at present very much in evidence, their purpose being 
to delay and nullify the patriotic efforts and propaganda in 
favor of the construction of the transcontinental railroad, at a 
time when there is a probability that all the elements necessary 
for its realization have a chance of being brought together. 

All of these considerations make us call the attention of 
the public to the energetic and patriotic attitude of the €entro 
Pernambucano; which is doing everything in their power to 
bring about a realization of the transcontinental railroad from 
Recife to the Pacific and to the River Plate. 





LABOR BOARD DECISION 


In Decision No. 2066, the Labor Board has sustained the 
position of the Spokane, Portland & Seattle in a dispute with 
its supervisors of mechanics. The employes contended that the 
carrier had violated the transportation act in reducing wages 
without conference with the employes’ organization, the Inter- 
national Association of Railroad Supervisors of Mechanics. 
The action of the carriers followed Decision No. 147, of the 
Labor Board, which authorized reduced wages made in con- 
ference with the employes. 

The carrier in this case is owned by the Great Northern 
and the Northern Pacific and contended that the changes in 
wages had been made to follow the changes made on the parent 
roads, as had been the custom. These reductions were made 
in accordance with the decisions of the board through nego- 
tiations with the employes on the parent lines and the carrier 
contended that it had not been aware that there was any organ- 
ization of the supervisors of mechanics on the Spokane, Port- 
land & Seattle. 

The board found this contention indicated in the evidence 
and decided in favor of the carriers. A dissenting opinion 
written by A. O. Wharton, a labor member of the board, is 
appended to the decision. 


—— tt. ah at ab ee a at 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
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RAILROAD PERFORMANCE AND 
OUTLOOK 


Editor The Traffic World: 

The year 1923 has been unprecedented in the annals of 
transportation history; the carriers have handled an enormous 
volume of tonnage and the annual specter of car shortage has 
been conspicuous by its absence. While it is true that, in a 
spotted manner, there were temporary shortages, the gaps were 
filled up with a degree of promptness such as has never been 
possible heretofore. The question arises—by what means was 
this remarkable record accomplished? I will attempt to answer 
it in a readable manner, without embellishing these statements 
with dry statistics, 

On April 5 the Association of Railway Executives met and 
squarely faced their problem. They decided to strengthen their 
own organization (the American Railway Association) which 
functioned by and with the voluntary assent or consent of the 
carriers themselves. This was the first step in the right direc- 
tion, because it is a matter of common knowledge that the 
orders of the American Railway Association, in time of car 
stringencies, were not observed by the carriers as they should 
have been heretofore. 


They decentarlized their organization by establishing branch 
offices, in charge of district managers, at various strategic 
points in the several regions of the country; that was the sec- 
ond step in the right direction, because, under the former cen- 
tralized system or organization men were burdened with re- 
sponsibilities far beyond the scope of human capacity to per- 
form. 

One man was charged with handling the box car situation 
of the entire country; another with open cars; another with 
refrigerator cars. As a representative of the Southern Pine 
Association, on many occasions, I have gone before two of 
these men for help, but our troubles, affecting the entire south- 
ern pine lumber industry, while large in and of themselves 
and locally and sectionally extremely important, were but a 
drop in the bucket of national and varied problems confronting 
these men; accordingly, they could only treat with and handle 
our problems as one of the many before them of equal or 
greater scope. 


Now, the regional office at Birmingham, for example, has 
regional supervision and local contact, so that when I handle 
problems touching our interests east of the river with that 
office, not being burdened with national responibility, the Bir- 
mingham office is in position to give direct, specific, and more 
adequate attention to our specific troubles. The same thing 
applies with respect to the Dallas headquarters, having super- 
vision over car supply, west of the river. On matters affecting 
intersectional car movements, the centralized headquarters 
function, unburdened by local or sectional details, and in the 
light of first hand knowledge gained through their regional 
representatives. 


Having by this reorganization of their association and re- 
consecration of themselves personally to the cause of greater 
transportation efficiency, the executives passed the word down 
the line that there must be performance by the respective rail- 
roads until the Macedonian cry for “efficiency” found an echo 
in the hearts of all subordinate officials and employes and 
permeated the entire organizations of the respective carriers 
with a desire to perform, so that the morale of all railroad 
employes, from president down, was restored to something like 
the situation which existed in the early days, when each rail- 
road officer and employe believed in and did work to the end 
that his railroad be the real railroad of the country; a com- 
petitive high degree of morale which could not help but promote 
efficiency. 

Appreciating the shippers’ interest in this great movement, 
the carriers evolved a plan to practically commandeer the serv- 
ices of the shippers in this great cause, and adjunctive to the 
district offices, they organized “shippers’ régional advisory 
boards.” It is a known and accepted fact that shippers can 
expedite or retard transportation, dependent upon the co-opera- 
tion or lack of co-operation given by them to the railroads. 

€n of vision were selected for service on these boards who 
Wielded not only a strong influence with the shippers of their 
respective commodities, but who knew that profit for the car- 
riers and their respective industries would inevitably accrue out 
of a wholesome, honest co-operative movement for efficiency 


in transportation. Up to the present time, the following boards 
have been organized: 


Location of 
District Man- 


Name of Board : ager States Embraced 
Central Western Regional 
Advisory Board .........Qmaha ........ Utah, Colorado, Idaho, Wy- 
oming. 
Northwest Regional Ad- - 
VISOTY. BORA). <0:62 620000 Minneapolis ....Montana, North Dakota, 
Minnesota, South Dakota, 
; Upper Michigan and Wis- 
Southwestern Regional consin. 
Advisory -Boeeard sc. TIGARD nxcstce eve Arizona, New Mexico, Ok- 
’ lahoma, Arkansas, Lou- 
Trans - Missouri - Kansas isiana, Texas. 
Regional Advisory Board.St. Louis....... Kansas, Missouri, Illinois, 


Trans-Michigan - Ohio-In- part of Oklahoma, Ar- 
diana Regional Advisory kansas. 


SOME esi ceceieiae ts te cen WROD -i0bs'04 ee Ohio, Michigan, New York, 
. ‘ Pennsylvania, Indiana. 

Ohio-Valley Regional Ad- 

VINES DROS fev Ssncvicrce Cincinnati ..... Ohio, Indiana and Ken- 


tucky. 
Southeastern Regional Ad- ” 
vinory: BROaPG: . issiécees 3s Birmingham ...Florida, Alabama, Missis- 
sippi, Georgia, North and 
South Carolina, Tennes- 
see. 


It is my pleasure and honor to be chairman of the South- 
east Regional Advisory Board and a member of the executive 
committee of the Southwestern Board. To ascertain the man- 
ner in which the district offices were functioning, in conjunction 
with other work, I visited the regional offices which, at that 
time, were established at Birmingham, St. Louis, Dallas, Chicago 
and Cincinnati. I found the psychology of the district offices 
in absolute harmony with that which permeated railroad execu- 
tives’ circles. Everything was attuned to transportation effi- 
ciency and to honest and constructive co-operation with the 
shippers. 

Meanwhile, the carriers have accomplished a program in- 
volving the increase of terminal facilities and motive power, 
building of additional cars, and repairing of defective cars, etc. 


Taking stock of what has been accomplished since the 
inception of this program, the executives again met in New 
York on November 8, 1928, and, with respect to co-operation of 
shippers, adopted the following resolution: 


Cooperation of Shippers: Recognition is hereby given to the active 
cooperation accorded the railroads on the part of shippers generally 
in more prompt handling of equipment. This has contributed in no 
small measure to the successful carrying out of the April 5 program. 


They furthermore outlined a program of continued additions 
to terminal facilities, motive power and equipment. 

The work of organizing shippers’ regional advisory boards 
has not yet been completed, but as soon as it is finished a 
central committee consisting of representatives from each of the 
boards, will meet at regular intervals to discuss and evolve 
means for solving problems of inter-regional or national scope. 
A preliminary inter-regional meeting was held in Chicago, Octo- 
ber 19, and a tentative outline of organization and policy 
adopted. . ; 

-While these constructive transportation activities have been 
undertaken and accomplished, there is yet much room for im- 
provement, although progress is being made, in the carriers’ 
dealings with the shippers touching traffic matters, and a very 
happy event of the Chicago meeting was the statement by the 
president of one of the great trunk lines, who, in substance, 
said that “the results achieved by the carriers in their co- 
operative dealings with the shippers in transportation were so 
encouraging to them that he believed they would soon make 
operative in traffic a similar method of dealing with the ship- 
pers in a constructive manner.” Needless to say, the shippers 
received his remarks with much enthusiasm. 


In the functioning of these advisory boards, questions which 
have heretofore been bitterly contentious between the carriers 
and the shippers, have -been ironed out: satisfactorily, Much 
bad feeling had-existed between these two great factors which 
should work together, by reason of such contentions, -because, 
heretofore, no open forum was available for frank, -free and 


-unhampered discussion, and no authorized body empowered. to 


enforce the final agreement between the two. 
As an example, take the question of bulkheading lumber. 


‘This involves the construction of solid ends on open cars, and 


the use of additional strips which cost the southeastern ‘ship- 


» 
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pers to accomplish from $19 to $23 per car. It should be under- 
stood that shippers do not load lumber in open cars when box 
cars are available. It should be further understood that it 
is the legal duty of the carriers to furnish equipment suitable 
for the transportation of commodities which they hold them- 
selevs open to transport and are paid the legal charges for the 
service. Consequently, during a period of inability on the part 
of the carriers to furnish box cars which are suitable for the 
transportation of lumber, the shippers, as an accommodation to 
the carriers, accept open cars and, naturally, resent the efforts 
of the carriers to compel them, the shippers, to practically re- 
construct a box car, because of the carriers’ inability to furnish 
proper equipment. Several years ago the carriers attempted 
to make the practice of bulk-heading mandatory by incorporat- 
ing requirements therefor in the Master Car Builders’ rules. 
This attempt the Southern Pine Association successfully de- 
feated. After the failure to make this rule a legal one, we were 
informed by many of our southeastern shippers that, in time of 
ear shortage, the carriers could not find any open cars for the 
shippers who would not bulk-head but stood on their legal rights. 
When this alleged indirect coercion was practiced by the car- 
riers, manifestly much bad feeling on the part of the shippers 
resulted; the two were at constant logger-heads and a deep, 
smouldering resentment resulted. 

On the matter being thrashed out through the Southeast 
Regional Adviory Board the practice was ordered discontinued 
and it has been discontinued; hence, shippers’ resentment has 
completely disappeared. 

Now the carriers stand face to face with a new problem. 
It is feared by many that the incoming Congress may tamper 
with the legislative machinery under which they are now suc- 


cessfully operating. Granted that the transportation act may not »« 


be a “simon-pure” instrument either from the viewpoint of the 
shippers or the carriers, it is feared that unwise legislation 
amending the same may retard the strides of progress which 
are being accomplished. Consequently, the carriers are some- 
what fearful of expending the large amounts for additional mo- 
tive power, equipment, and transportation facilities which have 
been budgeted, and until some assurance is given by Congress 
that no additional drastic regulations will be encompassed about 
them, the carriers’ progress will not be as fast as hoped for 
by both the shippers and themselves. 

The big plea of the shippers, therefore, who are acquainted 
with the ramification of this problem is that Congress will, at 
an early date, adopt a “hands off the transportation act policy” 
which will enable the carriers to proceed with their program. 
In this connection, it is also hoped by many shippers, that the 
carriers disagreeing among themselves will refrain from assail- 
ing those parts of the transportation act that some of them ob- 
ject to manifestly, if some of the carriers assume the attitude 
of accepting those portions of the act which they want, and fight 
those portions of the act which they do not want, the carriers, 
as a whole, having voiced their acceptance of the transportation 
act as a whole, it will possibly follow that the same policy will 
be pursued by some members of Congress. 

It is, of course, impossible to predict what Congress will do 
in this connection, but acts of Congress excepted, the year 1924 
stands before us as offering a most gratifying vista of prosperity 
for the carriers, shippers, and the country as a whole, insofar as 
transportation is a factor in the equasion, and a favorable state 
of public opinion touching the carriers. 

A. G. T. Moore, 
-Traffic Manager, Southern Pine Assn. 
New Orleans, La., Dec. 21, 1923. 





LUMBER SHIPMENTS 


A falling off in production, shipments and orders in the 
lumber movement of the country for the week ending Decem- 
ber 22 was indicated by reports received by the National Lumber 
Manufacturers’ Association from 352 of the larger commercial 
sawmills of the country, as compared with revised reports from 
392 mills of the preceding week. The holidays relaxation con- 
tributed to the general seasonal decrease. There was a decrease 
of 28,020,848 feet in production, 5,239,264 feet in shipments and 
24,654,378 feet in orders, as compared with the preceding week. 
The volume of business was, however, noticeably larger than 
at this time last year. The 125 reporting mills of the West 
Coast Lumbermen’s Association and the 116 reporting mills of 
the Southern Pine Association show a decrease in unfilled orders 
on hand from 687,237,990 feet of the preceding week to 650,- 
958,678 feet for the week ending December 22. 

For all the mills of the seven reporting associations, ship- 
ments were 97 per cent and orders 102 per cent of production. 
For Southern Pine Association mills these percentages were 
102 and 118, and for the West Coast mills 87 and 90. Most 
of the mills have a normal production for the week, according 
to which actual production was 99 per cent, shipments 95 per 
cent and orders 99 per cent. 

The following table compares the lumber movement for the 
three weeks indicated: 
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Preceding 
Corresponding Week 1923 
Past Week Week 1922 (Revised) 

OS ee oe ae 352 327 392 
aes ee ee et 206,960,193 159,672,543 234,981,041 
SPONGE 2 See Sire. Sees 200,780,948 189,190,442 206,020,212 
EEE wkecseteastckey ieee 210,340,213 190,987,135 234,994,591 


Owing to the incomparability of its current order reports, 
the above figures do not include the mills of the California White 
and Sugar Pine Association. Reports received this week from 
five of the California pine mills, representing seven per cent of 
the total cut in the California pine region, give their production 
as nothing, shipments 2,181,000 feet and orders 566,000 feet. 

Compared with like period of 1922, the lumber movement 
for the first 51 weeks of 1923 is as follows: 


Production 
Bs ik, d.6 os arate: ware drenceele 12,134,961,789 
Saab icktord & Sania tt. cata 10,712,054,844 


Breath Rac gee 1,422,906,945 


Shipments 
11,986,543,280 
10,295,293,101 10,588,303,560 


1,691,250,179 878,434,290 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended December 22 totaled 8,651 cars, according to the weekly 
report of the Bureau of Agricultural Economics of the Depart- 
ment of Agriculture. The totals from the summary of carlot 
shipments follow: 

Total for week and season regularly subject to revision be- 
cause of the receipts of late and corrected reports from the rail- 
roads. Asterisks (*) placed at commodity totals indicate that such 


changes have been made for one or more of the states in that 
group. 


Orders 
11,466,737,850 


1923 increase 














Shipping 
Districts 
and Total Total 
approximate Dec. Dec. Dec. this last Total 
Shipping 16-22 9-15 17-23 Seasonto Season to last 
Seasons 1923 1923 1922 Dec. 22 Dec. 23 Season 
Total ....2,583 2,746 2,827 137,548 156,358 254,127 
Apples (Western States)— 
Total. .:.«. 63 1,237* 995 46,183* 31,974 46,282 
ee, eee Mate. 
Geet... 780* 606 51,946* 53,348 
Cabbage (Ola Crop)— eae: 
otal .... 387 603 427 30,217* 35,491 
Coser eet Sree : aa: 
ae 3 12 5 . 7 
Cauliflower— : 2s - as 
eee. s«.: 90 87 200 1,447* 1,326 4,616 
Celery— 
Total .... Te 674* 706 13,984* 12,260 14,921 
wee > 9 
ee 171 13 62, * 9,849 
Grapetrait— 785 59,849 59,863 
otal .... 260 378 ++ 7 
a. a 6,486 ** 17,183 
Total ... 149 123 *% 1,696 ** 8,194 
Uerotal.... 689 69 | 
| re 4 490 4,126* 2 7 
Mixed Vegetables— 6 1669 27,653* 
Total .... 335 452* 268 23,368* 19,458 19,676 
Toul’ ...1,143 2,90 : 
ee = ,905* +¢ 
Onions— 16,842 ** 68,032 
; Otal..... 856 479 341 2 * 
spinach— 0,464 23,856 29,759 
CSR ..-s 197 195* 170 1 * 
Sweet Potatoes— ae 7 nite 
Total .... 304 443 351 1 * 

Tomatoes— 0,807 13,591 21,564 
etal ....; 16 7 t 
Summary Potatoes— " ” sie 

oe es 
e crop. .2,54 2,713 2, 
Biba bissiansn 765 90,477 90,387 186,034 
Late crop.. 36 26 61 13,924 25,101 27,170 
Zarly Crop. 4 7 1 33,147 40,870 40,923 
Total ....2,583 2,746 2,827 137,548 156,358 254,127 
**Unavailable. 





OPERATING STATISTICS 


Net ton-miles in October amounted to 42,209,000,000 as 
compared with 29,287,000,000 in October, 1922, and 386,918,000,- 
000 for the ten months ended with October as compared with 
301,532,000,000 in the same period of 1922, according to oper- 
ating statistics compiled by the Bureau of Statistics of the 
Commission from reports representing 176 class I roads, ex 
clusive of switching and terminal companies. 

Loaded car-miles in October totaled 1,564,218,000 as com- 
pared with 1,416,421,000 in October, 1922, and 13,784,755,000 in 
the ten months as compared with 11,370,045,000 for the same 
period of 1922. 

Emptty car-miles totaled 791,396,000 in October as compared 
with 610,960,000 in October, 1922, and 7,062,408,000 for the te2 
— as compared with 5,533,407,000 for the same period of 

Car-miles per car-day averaged 30.7 in October as compared 
with 26.6 in October, 1922, and 27.9 for the ten months as com 
pared with 22.9 for the same period of 1922. 

Net tons per loaded car averaged 27 in October as cour 
pared with 27.7 in October, 1922, and 28 for the ten months 
as compared with 26.5 for the same period of 1922. 
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Personal Notes 





John Baker, formerly traveling freight claim adjuster for the 
M. K. & T., has become manager of the Western Traffic Asso- 
ciation of Kansas City. 

J. J. Byrne, Jr., traveling freight agent for the Transmarine 
Lines at New York, has been promoted to commercial agent 
at Pittsburgh. 

J. P. Baker has been appointed general agent of the Kansas 
City Southern, with headquarters at Chicago, following the 
resignation of Henry Brown, who will engage in other business. 

H. H. Gray, formerly general agent for the Southern Pacific 
at Kansas City, has become assistant general passenger agent of 
the Morgan’s Louisiana & Texas Railroad and Steamship Com- 
pany, the Iberia & Vermillion, the Louisiana Western and the 
Lake Charles & Northern, with headquarters at New Orleans. 

F. W. Sedgwick has been appointed general agent of the 
Southern Pacific at Kansas City to succeed H. H. Gray. E. H. 
Williams has been appointed general agent at Denver, from 
which position Mr. Sedgwick was promoted. 

C. E. Jones has been appointed traveling freight service 
agent for the Louisville & Nashville, with headquarters at 
Memphis, following the promotion of C. W. Willock. 

George E. White, for the last twelve years assistant general 
freight agent for the Rock Island, has been promoted to general 
freight agent in Chicago to succeed M. A. Patterson, who died 
in California recently following a protracted illness. 

The Central of New Jersey has announced the following 
appointments in its traffic department: Arthur Hamilton, 
freight traffic manager; Nathan G. Campbell, assistant freight 
traffic manager; Chas. L. Ewing, general freight agent; E. Mon- 
roe Snyder, assistant general freight agent; Percy R. Drew, 
assistant general freight agent. 


DOINGS OF THE TRAFFIC CLUBS 


The :Transportation Club of Evansville will be addressed 
by Robert S. Binkerd, vice-chairman of the committee on pub- 
lic relations of the eastern railroads, at its meeting January 15. 
The newly elected officers will be installed at this meeting. 





The York Traffic Club will hold its annual banquet 
January 17. A. S. Goldsboro, secretary of the Merchants’ and 


Manufacturers’ Association, of Baltimore, will make the prin- 
cipal address. 





The Traffic Club of Richmond (Va.) held its election of 
officers December 17. R. P, Saunders was elected president; 
G. W. Champlain, vice-president; W. H. Harris, treasurer, and 
R. A. Saunders, secretary. A committee was appointed under 
the chairmanship of W. C. Hull, assistant to the vice-president, 
in charge of traffic of the Chesapeake and Ohio, to be known 
as the transportation committee, and will aid members in solv- 
Ing any individual traffic problems. Beginning January 1, the 
club will have quarters in the Hotel Richmond and will meet 
On the second and fourth Monday nights of every month. 





: The Toronto Transportation Club has elected the following 
directors for 1924: W. J. Hotrum, George Vaux, W. S. Camp- 
bell, Murdo MacDonald, J. W. Hickson, Thomas Symington, 
W. Fulton, A. M. Adams and H. Blahout. Auditors: Frank 
R. Clarke and E, M. Shell. The annual dinner and frolic was 
held at the Prince George Hotel. “Keep Canada in the Lime- 
light” was the subject of several addresses. 





_ Public support for the steamship services operated by the 
Shipping Board until they can be sold to private owners, and 
the necessity for recognition by Congress that legislation is 
essential to remove economic handicaps on American vessels, 
were the central features of addresses Wednesday night before 
a Traffic Club of New York by A. F. Mack, president of the 
Were Shipping Company, and W. L. Marvin, vice-pres- 
ident of the American Steamship Owners’ Association. The 
— for the speeches was a dinner of the Traffic Club at 

e Waldorf-Astoria, following which the discussion was turned 
‘cenaeseussinanagauieaiiameetieasiambineiiaiuemenenttaeicibaudiac aeane: athine ciate seated -aeedaaien ec 
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MERCHANDISE WAREHOUSES 


Located best te serve as your warehouse. Peel car distribution—stere deer delivery. 
TheiLlee COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 
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BOSTON, MASS. 


A. M. SOMES 


BONDED 
TRUCKMAN—FORWARDER 
234 Congress Street, Boston 
Teaming of Every Description—City Delivery Service and Carlead Distributers 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


and distribution. “ 


References: Any jobber, tien man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


PORTLAND, MAINE 


Galt Block Warehouse Company 


PORTLAND, MAINE 
Storage, General Merchandise and Household Goods 


Private track, low insurance rate. 
Picea So t on Flour, and Canned Goods. 


Offiée, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Maneger 
CHICAGO 


STORAGE OF MERCHANDISE 
DISTRIBUTORS OF POOL CARS 


Over service to all points on o, Aurora & Elec. 
pat bom pi ee eg Chicano, Aurore & Riga. Line 
floors via Chicago Tunnel. All without cartage 


SOO TERMINAL WAREHOUSE 


519 W. Roosevelt Road “The Economieal Way” 


Wass, TEES THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N.Y. 


ALBANY, Ni. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 
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to shipping problems. Both speakers declared that under ex- 
isting circumstances American owners could not operate prof- 
itably in the foreign trade, due partly to lack of cargoes and 
partly to heavier expenses. Preference for American vessels 
by shippers generally would make a long step toward solu- 
tion of the marine problem, aside from possible action by Con- 
gress, it was said. 





The Transportation Club of Louisville will hold its annual 
banquet January 29. 





The Indianapolis Traffic Club held its annual election of 
officers December 20. The following were chosen: President, 
F, A. Doebber, traffic manager, Citizens’ Gas Company; first 
vice-president, B. W. Fredenburg, commercial agent, Illinois 
Central R. R.; second vice-president, W. D. Knapp, manager, 
Capitol Transfer Company; third vice-president, Lyon Liston, 
general agent, Southern Pacific Lines; secretary-treasurer, S. C. 
Farrington, commercial agent, C. I. & W. R. R. Governors— 
1924, 1925: J. G. Thomas, freight agent, C. I. & W. R. R; 
V. B. Sharritts, district traffic agent, Nickel Plate Road; E. P. 
Fisher, general agent, A. T. & S. F. R. R.; Charles C. Off, 
superintendent, 8S. M. Bixby & So,, Inc.; H. L. Smith, freight 
traffic agent, C. I. & L. Ry. Governor, one year term, Wm. 
Pasho, general agent, C. M. & St. P. Ry. The election was fol- 
lowed by a dinner and entertainment, 


REVENUE FREIGHT LOADING 


‘Revenue freight loading the week ended December 15 
totaled 899,522 cars as compared with 913,774 cars the preceding 
week and 879,052 and 726,074 cars the corresponding weeks of 
1922 and 1921, respectively, according to the weekly report of 
the car service division of the American Railway Association. 

Loading by districts the week ended December 15 and for 
the corresponding week of 1922 follows: 


Eastern district: Grain and grain products, 10,618 and 9,911; 
live stock, 4.816 and 4,075; coal, 48,954 and 56,973; coke, 2,425 and 
2,547; forest products, 5,189 and 5,940; ore, 1,522 and 2,735; mer- 
chandise, L. C. L., 64,378 and 62,327; miscellaneous, 82,826 and 78,- 
848; total, 1923, 220,728; 1922, 222,856; 1921, 180,505. 

Allegheny district: Grain and grain products, 2,674 and 3,365; 
live stock, 3,813 and 3,554; coal, 49,610 and 56,084; coke, 5,629 and 
6,599; forest products, 3,323 and 3,506; ore, 4,071 and 2,699; mer- 
chandise, L. C. L., 48,703 and 45,848; miscellaneous, 68,443 and 70,- 
421; total, 1923, 186,266; 1922, 192,076; 1921, 149,173. 

Pocahontas district: Grain and grain products, 253 and 253; 
live stock, 156 and 126; coal, 23,661 and 18,214; coke, 439 and 577; 
forest products, 1,718 and 1,544; ore, 156 and 142; merchandise, L. 
S. L., 6,609 and 6,008; miscellaneous, 3,753 and 3,295; total, 1923, 36,- 
745; 1922, 30,159; 1921, 25,073. 

Southern district: Grain and grain products, 3,452 and 3,289; 
live stock, 2,500 and 2,255; coal, 21,483 and 23,005; coke, 977 and 
1,333; forest products, 22,282 and 22,346; ore, 1,595 and 1,116; mer- 
chandise, L. C. L., 39,985 and 37,880; miscellaneous, 43,271 and 40,- 
940; total, 1923, 135,545; 1922, 182,164; 1921, 112,610. 

Northwestern district: Grain and grain products, 16,448 and 
15,631; live stock, 12,195 and 11,011; coal, 7,818 and 11,742; coke, 
‘1,876 and 1,637; forest products, 18,112 and 11,971; ore, 1,059 and 
909; merchandise, L. C. L., 29,816 and 25,415; miscellaneous, 31,283 
and 25,997; total, 19238, 118,107; 1922, 104,313; 1921, 89,886. 

Central Western district: Grain and grain products, 12,866 and 
14,242; live stock, 14,427 and 14,584; coal, 19,671 and 23,444; coke, 
270 and 377; forest products, 9,102 and 7,802; ore, 2,283 and 2,892; 
merchandise, L. C. L., 35,094 and 38,093; miscellaneous, 48,062 and 
44,778; total, 1923, 141,775; 1922, 141,212; 1921, 110,339 

Southwestern district: Grain and grain products, 4,430 and 
4,294; live stock, 2,914 and 2,898; coal, 4,941 and 5,789; coke 195 and 
na ee ann mt ge meek ore, 378 and 518; merchandise, 

» CY Ea . an A +; miscellaneous, 24,959 and 22,208; total, 
1923, 60,356; 1922, 56,272; 1921, 58,488. 

Total, all roads: Grain and grain products, 50,741 and 50,985; 
live stock, 40,821 and 38,503; coal, 176,138 and 195,251; coke, 11,311 
and 13,175; forest products, 67,017 and 59,828; ore, 11,064 and 11,011; 
merchandise, L, C. L., 239,834 and 224,312; miscellaneous, 302,597 
and 285,987; total, 1923, 899,522; 1922, 879,052; 1921, 726,074. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1923 1922 1921 

S WOGKS OF JORUOTY 2.0 icc cccccncecs 3,380,296 2,785,119 2,923,759 
4 weeks. of February ... ...00 vsccccccs 3,366,965 3,027,886 2,739,234 
oP IE WE ETD «5 0 oiae verse Bere cas Boks ,583,162 4,088,132 3,452,942 
oo a eer eae 3,763,963 2,863,415 2,822,713 
CGO, SO avn desu e ocdaccddeccme 3,941,386 3,102,124 3,039,234 
De WN SIO voce ec bec Sicic cows 4,977,053 4,153,590 3,808,040 
CE WME 6. oo 5 wie 0 s'ein' ee beingee woe 3,944,386 3,252,107 2,998,785 
Gweere of Aumust 2... ..ccccccccic. 5,204,532 4,335,327 4,069,765 
4 weeks of September ............... ,147,148 3,699,397 3,280,576 
WE OL SIGEGNEP oo. cccctcccccences 4,310,994 3,913,046 3,726,405 
5 weeks of November ..............2 4,889,101 4,668,665 3,799,030 
Week ended December 8.............. 913,774 909,174 741,341 
Week ended December 15............ 899,522 879,052 726,074 

Total for the year to date ........ 48,322,282 41,677,025 38,127,997 





, LOCATION OF CARS 

The percentage of home cars on home roads (class I) was 
58.9 as of December 1, according to the semi-monthly bulletin 
issued by the car service division of the American Railway 
Association. By classes of equipment the percentages were as 
follows: Box, 45.9; refrigerator, 55.8; coal and coke, 68.7; 
stock, 77.9; flat, 66.7; and others, 96.2. 


a es oom 
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By districts the percentages for all classes of equipment 
were as follows: Eastern, 47.4; Allegheny, 65.5; Pocahontas, 
65.2; Southern, 55.8; Western, 63.6. 

The semi-monthly bulletin of percentage of freight cars on 
line to ownership as of December 1-showed the following: 
Eastern district, 96.1 as against 104.8 a year ago; Allegheny 
district, 101.8 as against 102.6 a year ago; Pocahontas district, 
86.1 as against 90.1 a year ago; Southern district, 99.3 as 
against 97.3 a year ago; Western district, 99.7 as against 948 
a year ago; all districts, 98.6 as against 99.1 a year ago; Cana- 
dian roads, 92.1 as against 90.4 a year ago; National Railways 
of Mexico, 110.8 as against 105.2 a year ago. 


AUTOMOBILE TRAFFIC 


That the railroads will have handled over 540,000 carloads 
of assembled automobiles and 210,000 carloads of parts and 
tires in the year closing December 31 was stated by J. S. Mar- 
vin, general traffic manager, National Automobile Chamber of 
Commerce, in opening the conference of freight traffic man- 
agers of the industry at Detroit, December 20. The railroad 
revenue on this traffic is estimated at $200,000,000, 

More than a million machines have been driven over the 
highways to destination by dealers and 80,000 shipped by boat. 

The conference had under discussion procedure that would 
facilitate handling the vast traffic of the industry by the rail- 
roads, including freight car supply and rates. 

‘There was much interest in the proposed general reorgan- 
ization of freight rate structure which President Coolidge said 
in his message should be ordered at once by Congress. No 
recommendations were undertaken pending further devel- 
opments. 

Notwithstanding the great increase in this traffic, reports 
indicated that the railroads have this year maintained a more 
adequate supply of freight cars at the factories than ever before. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
December 8-14 was 216,936 cars as compared with 197,128 cars in 
the preceding period, while the average daily shortage dropped to 
456 cars, according to the car service division of the American 
Railway Association. 

The surplus was made up as follows: Box, 77,700; veuti- 
lated box, 140; auto. and furniture, 4,013; total box, 81,853; flat, 
2,626; gondola, 61,918; hopper, 49,816; total, all coal, 111,734; 
coke, 1,145; S. D. stock, 8,372; D. D. stock, 1,872; refrigerator, 
8,283; tank, 28; miscellaneous, 1,023; total, 216,936. 

The shortage ‘was made up as follows: Box, 63; flat, 87; 
gondalo, 139; hopper, 5; S. D. stock, 75; D. D. stock, 17; refrig- 
erator, 10; total, 456. 

Canadian roads report a surplus of 12,250 cars made up of 
7,450 box, 1,600 flat, 1,700 coal, 1,350 S. D. stock, and 150 refrig- 
erator cars. No shortage was reported. 


PRESIDENT’S MESSAGE “CONSTRUED” 


The Trafic World Washington Bureau 


Senator Harrison, of Mississippi, in a speech in the Senate 
criticizing the Republicans for their inability to organize com- 
pletely the Senate, said: 


The President in his message advocated a reduction of railroad 
rates, and yet the Senate majority obstructs the election of a chair- 
man of the interstate commerce committee, and holds up that matter, 
when the President in his message said in burning words that 

“This should be ordered at once by the Congress.” 

Yet you have taken ballot after ballot and you cannot get to- 
gether among yourselves to select even a chairman of that commit- 
tee, and to show your impotency with respect to it you. propose to 
adjourn and leave these private Pullman cars filling up the termin 
at the Union Station, delaying train schedules, cars which have 
brought the presidents or high officials of the railroads here to lobby 
with respect to the selection of a chairman of the interstate com- 
merce committee. 


What the President said should be ordered at once by Con 
gress was “an entire reorganization of the rate structure for 
freight.” P 

Senator Brookhart, of Iowa, interrupted Senator Harrison 
to remark that a Democratic senator (Bruce of Maryland) had 
“prevented us from being efficient and effective,” the reference 
being to Bruce’s blocking the move of the La Follettes to defeat 
Senator Cummins by electing Senator Smith chairman of the 
interstate commerce committee. 

Senator Simmons, of North Carolina, said the interstate 
commerce committee had no chairman but that it could have 
met to lay the foundation and pave the way for “relief 
legislation.” 





ABANDONMENT APPLICATION 


Alvin Wight, receiver for the Pelham & Havanna Railroad 
Company, has applied to the Commission for authority to abal- 
don the entire line of railroad of the company from Cairo, Ga. 
to Havanna, Fla., a distance of approximately 25 miles. The 
receiver said the company was “hopelessly insolvent.” _ 
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| PORT OF HOUSTON | 


‘“‘Where Seventeen Railroads Meet the Sea’’ 


The Distributing and Export Center of the Southwest 


d Houston, First Heard of as a Port Only a Few Years Ago, Has Made 





af Wonderful Progress. These Statistics Tell the Story: 
n- 
d 
ARRIVALS AND DEPARTURES OF SHIPS EXPORT COTTON 
m Year 1919—Number Ships............. 310 Season 1919-1920 ............. 69,839 Bales 
ld Year 1920—Number Ships............. 425 Season 1920-1921 ...........6. 466,185. Bales 
il- Year 1921—Number Ships............. 744 Semmon TSZI-IGee 2... ec cicoes 478,141 Bales 
“as Year 1922—Number Ships............. 1,006 Season IGRB-1GES «..cccvcccvas 719,942 Bales 
‘id Your 1055 (13 wmemiRe) soi. ci ccs eee 1,256 Aug. 1 to November 30, 1923. ...659,201 Bales 
N 
el IMPORTS, EXPORTS AND COASTWISE STATISTICS 
- Year 1919—Tons ......... GORD: VOIR os. 0.949 pcinween $ 63,564,825 
yre Year 1920—Tons ......... Tie ~~ WU oc wb aa ceekes 72,967,244 
re. Year 1921—Tons ......... - GR neenea ee 73,877,335 
Year 1922—Tons ......... i? - a, eee eee 136,959,620 
wil Year 1923—Tons (11 mos.).2,771,864 Value............... 186,583,660 
- Have You Received a Copy of “Port Houston Booklet”? If Not Send for One at Once. Address the 
can 
nti DIRECTOR OF THE PORT, 5th Floor, County Court House, Houston, Texas 
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npr Interior view showing main conveyor delivering cargo direct from ships holds to portable conveyors for final storage in warehouse. 
e 
yf the i from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
> arehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
rstate Fp uonally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 
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i shipments can be financed through our negotiable warehouse receipts. 
ilroad ranch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 
db ° 
5 Ga BINYON SHIPSIDE WAREHOUSE CO., INC., HOUSTON, TEXAS 
The 
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COMMISSION VACANCIES 


The Trafic World Washington Bureau 


So far as now appears, the vacancies to be caused by the 
failure of the Senate to confirm the nominations of Commis- 
sioners Potter and McManamy will have no effect on the work 
of the Commission, except that cases will be decided, while the 
vacancies continue, by nine instead of eleven men. Some five 
to four decisions might be made if the matter were so pressing 
as to admit of no delay, The chances, however, are that mat- 
ters in which there is such a close division will not be urged 
forward to decision while the vacancies continue. 

Commissioner Hall’s unanimous election to the chairman- 
ship of the Commission to serve from January 1 for a year, in 
accordance with the rotation rule adopted in 1911, was an- 
nounced December 28. 

Under the precedents set at the time the Senate failed to 
confirm the nomination of Edgar E. Clark and Winthrop M. 
Daniels before the time for their beginning their terms, Com- 
missioners Potter and McManamy will be appointed special 
examiners and continue to perform all the work they had in 
hand at the expiration of their terms, so that it may be kept 
current. As special examiners, Messrs. Clark and Daniels did 
not participate in the conference of the commissioners, and 
of course they were not consulted any more about how a com- 
missioner should vote in conference than other examiners 
handling matters for the Commission. The Commission paid 
the special examiners something less than the salary of a com- 
missioner, although there was no limit on the amount of money 
the Commission might agree to pay them for services of an 
expert character. 


TRANSPORTATION CONFERENCE 


The Trafic World Washington Bureau 


A call for a national conference on transportation, to be 
held in Washington, January 9, 10 and 11, was issued December 
26 by Julius H. Barnes, president of the Chamber of Commerce 
of the United States, 

Two hundred leaders of standing in agricultural, commer- 
cial, educational, financial and industrial fields have been in- 
vited to take part in its deliberations and in the discussion of 
problems involved in the development of an adequate national 
transportation system. 

It is expected that every state will be represented at the 
conference. The personnel will include spokesmen for national 
farm and labor organizations, public officials, editors and pub- 
lishers, heads of large commercial and industrial corporations, 
bankers and insurance company Officials, and executives of 
railway systems, steamship and motor transport companies. 

“Congress embarked upon a constructive policy for the de- 
velopment of transportation by the enactment of the transporta- 
tion act of 1920,” Mr. Barnes said, in calling the conference, 
“but there is much more to be done if this policy is. to be 
made effective. ‘ 

“The expanding transportation needs of America can be 
easily visualized and must be resolved so that national wealth 
and individual production may be marketed into consumption. 
All production, agricultural and industrial, is dependent on 
adequate and ready distribution. 

“National income, earned only through transportation and 
distribution, rises thus: 


GED Ne.dd vive ho gn Fig nins able cp aa eds Mee Fe 0 ce oe v's Cewie ASUS $12,000,000,000 
1900 CSRS UUS eee os ONE ED ERS ee UD: noes cree ose caer ede ees eee 18,000,000,000 
OC ee rere eee eS ee 32,000,000,000 
WD PERC e beeen cee Se nrg e 6 cee sdcbess ceccc ceases HUECHECEERES 60,000,006,000 
BIBS  cedvesevectcensieersvercccrercccscdevtevecessaccoesebe What? 
WED cvcccvcvccveccccdesccsccccvcccccessonccccessvesscesere What? 


“Representatives of all sections of our people are asked to 
this conference to express their sober judgment on questions 
raised by the past eight months’ preliminary studies of the 
special committees working under the auspices of the National 
Chamber of Commerce. 


What is the probable future of transportation growth? 

What principles of regulation, federal and state, protect the pub- 
lic interest and yet encourage expansion? 

at policies promise to attract the necessary capital and credit? 
th = eee of rate-making hold most fairly the scale of rela- 
ve rates 

em does highway and motor transport promise its highest 

ce 

How can water highways contribute their fullest service? 

Within what formula can all transportation develop best the 
stimulant of private initiative and enterprise in the very interest of 
expanding service and the utmost economy of operation?” 


The idea of a conference which would consider the problem 
of transportation from the national viewpoint was first sug- 
gested at an informal meeting, last January, of representatives 
of various transportation and business interests, attended also 
in an unofficial capacity by Secretary Hoover. In accordance 
with a resolution adopted at this meeting, the president of the 
Chamber of Commerce of the United States appointed six com- 
posite committees to undertake the study of as many phases 
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of the transportation problem with the aid, so far as available, 
of the agencies of the government and of private organizations. 

The reports of these committees have been completed and 
made public. They deal with: (1) Government Relations to 
Railroad Transportation; (2) Railroad Consolidation; (3) Read- 
justment of Relative Freight Rates; (4) Relation of Highway 
and Motor Transport to Other Transportation Agencies; (5) 
Development of Waterways and Co-ordination of Rail and 
Waterway Service; (6) Taxation of Transportation Agencies. 

Each committee submitted a number of findings and recom- 
mendations which will serve as the basis of discussion at the 
forthcoming conference from the point of view of the various 
sections represented and of the various interests directly con- 
cerned in transportation. 

“Measures that may be taken in the New England, eastern 
and southern Atlantic states contributing to the carrying out of 
a national program of transportation development will be dis- 
cussed at the mid-year meeting of the eastern division of the 
Chamber of Commerce of the United States to be held in Phila- 
delphia, January 17-18,” the Chamber of Commerce said in-a 
statement. 

“A preliminary survey of national transportation needs has 
already been made by six special committees working under the 
auspices of the national chamber. These committees have made 
a series of recommendations which will form the basis of dis- 
cussion at a national transportation conference to be held in 
Washington just before the eastern division meeting. It is ex- 
pected that the conference will formulate a national transporta- 
tion policy covering the treatment and development of rail, water 
and highway transport to meet the growing needs of the coun- 
try as a whole. The relationship of the commercial, industrial 
and agricultural interests of the eastern and seaboard states, 
from Maine to Florida, to this larger plan, and practicable steps 
to put it into execution will be considered at the sectional 
meeting. 

“The transportation needs of the eastern states differ from 
those of the west. It has been pointed out that the eastern 
problem is one of improvement of existing transportation sys- 
tems, while in the west the systems must be expanded to reach 
territory still in process of development. Railway executives 
have stated that the railroads west of the Mississippi are in 
point of development where the eastern railroads were thirty 
years ago. The problems of transportation, therefore, will 
appear in a somewhat different light in the east than in the 
west and will be discussed at the forthcoming Philadelphia 
meeting from that viewpoint.” 

Similar regional meetings will be held in January in Chi- 
cago, New Orleans and San Francisco. 


CLEAN RICE REDUCTION 


The Trafic World Washington Bureau 


The Commission has declined to suspend a rate of 53 cents 
on clean rice from Stuttgart, Carlisle, DeWitt, Indiana and 
Wheatley, Ark., to New York, as proposed in supplements Nos. 
11 and 14 to Leland’s I. C. C. No. 1591. Some of the items 
became effective December 21 and some will become operative 
January 10. The rate affected by the schedules mentioned is 
60 cents per 100 pounds. Requests for suspension was made by 
the Memphis Freight Bureau and a rice milling company at 
Memphis because a like rate was not accorded to Memphis, 
as originally proposed. A rate of 53 cents proposed by some 
of the interested carriers, for use from Memphis via Norfolk, 
Va., was not satisfactory to the Southern Railway. It did not 
give its concurrence thereto and it was withdrawn. 

Desire on the part of the carrier to permit Arkansas rice 
millers to compete in the New York market with millers in 
the interior of Louisiana persuaded them to make a rate of 
53 cents to compete with a rate of 52.5 cents from Louisiana 
shipping points. The Arkansas millers thought they should 
have a rate as low as their Louisiana rivals, ; 

The 53-cent rate applies via the Gulf ports, hence the rail- 
road traffic managers think they should make it a little higher 
than the rate from the Louisiana milling points, less distant 
from the Gulf ports than the Louisiana mills. Memphis, beiné 
more distant from some of the ports than some of the Arkansas 
shipping points, some of the railroads doubted the wisdom of 
trying to give that point a rate through Gulf ports as low 4 
that from Arkansas mills. The objection of the Southern, it 
the form of non-concurrence, ditched the plan of giving Mem- 
phis a rate via Norfolk as low as the Arkansas mill points 
were given via the Gulf ports. 


VALLEY & SILETZ EXTENSION 
The Valley & Siletz Railroad Company has applied to the 
Commission for authority to extend \its main line approximately 
1.5 miles in Independence, Oregon, to a connection with the 
Southern Pacific. The company said the connection woul 
greatly facilitate the interchange of freight and passengers with 
the Southern Pacific. 
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ATTENTION OF TRAFFIC MANAGERS 


Are you giving sufficient attention to the minutes of INTERSTATE COMMERCE COMMISSION cases that deal 
with your industry or principles concerning movement of traffic, rules, regulation and rates? 


You should follow the calendar of the Interstate Commerce Commission, and the comments on the various 


cases in this and other trade publications. 


The statements and testimony of many witnesses are valuable, and contain important trade information. 
For _ of stenographer’s minutes in all I. C. C. cases address 7 —— LAW REPORTING COMPANY, —" Reporters, 


Interstate Commerce Commission, 235 Broadway, New York, 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. Ww. A. 


Petry Express & Storage Co. Inc 
TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
BORSE DRAWN AND MOTOR EQUIPMENT 
Micoser: Aumeriona Werekousemen': Assocation. 


We Bind The Traffic World 


ei ae 
In Best Grade B Grade Bodom fe for $2.25 Per Volume (26 Numbers) (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 








TAYLOR 


Transfer and 


EDWARDS 


Storage Co. 









Members: 
American Warehouseman’s Asso. Central Warehouseman’s Club 


Merchandise Distributors 
DISTRIBUTION CARS 


Delivered, Forwarded or stored. 
No Switching cg. on Carloads. Established 1905 


FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 


POOL CARS 


urniture Packed, Shipped 
° ored 








located on the river front. 
and ships without drayage charges. 





Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 







THE ONLY PUBLIC WAREHOUSE IN NEW ORLEANS 


Direct handling of import and export shipments between warehouses 
Modern concrete floored warehouses with connections to 
Mississippi Warrior Barge Line and all rail lines entering the city. No switching charges. 


THE COMMERCIAL WAREHOUSES 





OF en LL OTN ET®) 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


BIRMINGHAM, ALA. 


In the Heart of the South 


Harris Transfer & Warehouse Co. 


Established 1880 
over 40 years of honorable service 


Distribution & Warehousing 
‘Unlimited Facilities 
Let us have your inquiries 


Offices, ground floor Chamber of Commerce Building 





Distributing and Storing 


SPOKANE 
TRANSFER & 
STORAGE CO. 


Since 1904 at Spokane, Wash. 





The largest public warehousing 
unit west of the Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 
Polk Street Terminal, Pennsylvania System 

CHICAGO 
“At the Edge of the Leep” WILSON V. LITTLE, Supt. 
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T. & P. READJUSTMENT PLAN 


The Trafic World Washington Bureau 


The Texas & Pacific Railway Company and the Missouri 
Pacific Railroad Company have filed a joint application with 
the Commission for authority to issue stocks and notes and to 
acquire stock in order to make effective a plan of readjustment 
for the properties of the Texas & Pacific. 

The Texas & Pacific proposes to issue not exceeding $24,- 
676,000, par value, 5 per cent non-cumulative preferred stock, 
and $4,440,583 of 6 per cent unsecured coupon serial notes. It 
also asks authority to assume obligation as to $420,000 of 5 
per cent receivers’ equipment certificates; $150,425 of 6 per 
cent equipment notes; $1,910,400 of equipment gold notes; $868,- 
575.50 of Pullman Company 6 per cent equipment lease war- 
rants; $333,000 of 6 per cent receivers’ equipment notes, and 
the guaranty by J. L, Lancaster and Charles L. Wallace as 
receivers of the Texas & Pacific, of $756,000 of equipment 
trust certificates. 

Approval is also asked of the issue by the Texas & Pacific 
and the délivery to the clerk of the District Court for the West- 
ern District of Louisiana, or as said court may direct, of general 
refunding mortgage bonds and for other obligations of such char- 
acter and to such amount as, may be necessary to comply with 
the provisions of the order of said court, entered October 20, 
1923, authorizing the guaranty of $3,653,000 of notes of the 
Trans-Mississippi Terminal Company, and the exchange by the 
Missouri Pacific of $23,703,000 of second mortgage income bonds 
of the Texas & Pacific owned by it for $23,703,000, par value, of 
the 5 per cent non-cumulative preferred stock hereinabove re- 
ferred to and the acquisition by the Missouri Pacific of said 
stock. 

The authority requested, according to the applicants, is 
necessary to make effective a plan of readjustment agreed to 
by the Missouri Pacific. 

In explaining the purposes and uses of the proposed issues 
the applicants said, in part: 


The Texas & Pacific has been in receivership since October 27, 
1916. Its mortgage indebtedness consists of approximately $25,000,000 
of first mortgage bonds, $4,970,000 of branch line bonds, and $24,- 
676,000 second mortgage income bonds, of which $23,703,000 principal 
amount are owned by the Missouri Pacific. There are also outstanding 
(as of December 31, 1923) $4,588,401 of equipment obligations, an 
indebtedness of the receivers to the Director-General of $1,400,000 and 
judgments on unsecured notes amounting (with interest to December 
31, 1923) to $4,440,583.82. Although the Texas & Pacific has paid no 
interest on its second mortgage income bonds for fifteen years and 
has applied over $15,000,000 of earnings to additions and betterments 
during receivership, it has no marketable security with which to 
raise funds imperatively needed for additions and betterments. It is 
estimated by the receivers that about $6,000,000 should be spent for 
such additions and betterments during the next. two years. 


The applicant said to provide a method for accomplishing 
the result desired and to provide for.the issue of preferred 
stock in exchange for the second mortgage income bonds out- 
standing, the plan of readjustment had been promulgated. 

In the introductory statement in the plan of readjustment 
it is stated that the Texas & Pacific is the only important rail- 
road corporation in the United States operating under a federal 
charter; that it enjoys an exceptionally favorable geographical 
position and serves a rich and growing territory; that it should 
be strong and prosperous and capable of giving adequate fa- 
cilities to, and greatly aiding in development of, the territory 
which it serves; that for years the Texas & Pacific has been 
in poor credit, and since 1916 has beeen in the hands of re- 
ceivers, due to radical defect in its financial structure. The 
plan of readjustment is designed to correct these defects. 

The Missouri Pacific is the owner of over 95 per cent of the 
outstanding second mortgage income bonds and holder of judg- 
ments recovered upon notes of the Texas & Pacific. 

By an act of Congress approved February 9, 1923, the 
charter of the Texas & Pacific was amended in several respects 
and in particular to permit the creation of additional bonded 
debt and preferred stock with the consent of the holders of a 
majority in amount of the capital stock at the time outstanding. 


COAL PRODUCTION AND SHIPMENT 


“Production of soft coal remained unchanged in the week 
ended December 15,” the Geological Survey said in its current 
coal report, which in part follows: 


The total output, including mine fuel, ‘coal coked at the mines, 
and local sales, is estimated at 9,828,000 net tons, a figure almost 
identical with that of the week before. In comparison with the corre- 
sponding _ a@ year ago, there was a decrease of 839,000 tons, or 8 

per cent. 

Shipments during the week (December 17-22) increased slightly, 
but it does not appear likely that production will greatly exceed 
9,900,000 tons. 

Cumulative production from January 1 to November 30 stood at 
505.593.000 tons. This was an increase of nearly 4) per cent over the 
corresponding period of 1922, and but 6 per cent behind 1918, when 
the record output was mined. Production in the first 11 months of 
1923 has been exceeded but three times in the past 11 years, in 1920. 
1918 and 1917. 

There was appreciable improvement in the production of anthra- 
cite in the second week of December. The total output, including 
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mine fuel, local sales, and the product of dredges and washeries, is 
estimated at 2.013,000 net tons, against 1,899.000 tons in the preceding 
week. In the corresponding week of 1922 production totaled 2,237,000 
tons. 

Loadings on the first three days of the week (December 17-22) 
were practically the same as in the week before. It therefore seems 
probable that the total output for the week will not exceed 1,900,000 
tons. 

The movement of coal into eastern New York and New England 
increased somewhat in the week ended December 15. According to 
reports from the carriers, 3,106 cars of bituminous coal and 3,870 cars 
of anthracite were forwarded through the principal gateways over 
the Hudson. In the corresponding week of 1922, 3,593 and 3,344 cars 
of bituminous coal and anthracite, respectively, were forwarded. 

Tidewater business at Hampton Roads improved notably in the 
week ended December 15. The total quantity of soft coal handled 
was 329,743 net tons, an increase of 68,751 tons, or 26 per cent. The 
principal factors in the improvement were increases of 29,464 and 
32,042 tons, respectively, in exports and cargoes consigned to New 
ae Dumpings for all other purposes increased in smaller 

egrees. 

The lake movement of bituminous coal continued in the second 
week of December, but in greatly diminished volume. The Ore and 
Coal Exchange reports that 48,567 tons were dumped at lower Lake 
Erie ports, of which quantity 46,204 tons were cargo coal and 2,363 
tons were vessel fuel, In the corresponding week a year ago 53,036 
tons were dumped. 

Cumulative shipments in 1923 to December 16 stood at 29,724,320 
tons, an increase of more than 41 per cent over the average of the 
three preceding years. 

According to reports courteously submitted by the VU. S. engineer 
officer at Duluth-Superior, 1,658,299 net tons of coal were unloaded 
at that port in November. Of the total quantity handled, 215,321 tons 
were hard coal, and 1,442,978 tons were soft coal, an increase of 20,411 
tons, and a decrease of 14,288 tons, respectively. 

Cumulative receipts of anthrcaite to November 30 stood at 1,395,100 
tons, the lowest figure on record, excepting only that for 1922, when 
the supply of anthracite was greatly curtailed by the miners’ strike. 
Bituminous receipts, however, were the heaviest on record, and ex- 
ceeded those in the maximum year, 1918, by 15 per cent. 


BIG SANDY COAL CUT 


The Trafic World Washington Bureau 


The Big Sandy district in eastern Kentucky on the Chesa- 
peake & Ohio has obtained a rate on coal, for beyond the capes, 
going to the piers at Newport News, the same as the rate from 
the Kenova-Thacker district on the Norfolk & Western, across 
the Big Sandy river from the Big Sandy district. The Chesa- 
peake & Ohio I. C. C. 9849 carrying the reduced rate was al- 
lowed to become operative December 26. It was filed-on the 
short notice granted by the Commission in sixth section order 
No. 64698. 

Notwithstanding the fact that the tariff was filed on short 
notice, with the permission of the Commission, August G. 
Gutheim, in behalf of the Pittsburgh Coal Producers Associa- 
tion, filed a protest asking for its suspension as soon as possi- 
ble after the Pittsburgh operators learned of the proposal. His 
protest reached the Commission a short time before the closing 


hour the day before Christmas and was disposed of quickly. . 


He made the point that the rate, permission to publish which 
was given he said he understood so as to enable operators in 
the Big Sandy district to fill contracts for water-borne coal, 
would leave the Big Sandy district only twenty cents per ton 
over New River the basing district, while Pittsburgh would con- 
tinue the recognized differential over Clearfield, the basing dis- 
trict in Pennsylvania. He said the rate would also disrupt the 
north Atlantic port relationship. He suggested that a contract 
under which operators obligated themselves to supply coal was 
not a good reason for such a disruption of relationships. 


LIGNITE CASE POSTPONED 
The Trafic World Washington Bureau 


The Commission, at the request of B. W. Scandrett, for 
the Northern Pacific, has indefinitely postponed the hearings 
set in I. and S. No, 1953, the Lignite Coal Case, for January 7 
at Aberdeen, S. D., and January 10 at Bismarck, S. D. Mr. 
Scandrett asked for the cancellation of those dates because 
they conflicted with a hearing in another case which he was 
obliged to attend. He said the railroads would voluntarily hold 
in abeyance the proposed cancellation of the lignite rates after 
the expiration of the legal suspension time, if such holding in 
abeyance were necessary to enable the Commission to complete 
its investigation. The protestants, being desirous of avoiding 
any increase in rates on lignite had no objection to the post- 
ponement. 

Representative Newton, of Minnesota, who offered a res0- 
lution calling for an investigation of the lignite rate situation 
by the House committee or interstate and foreign commerce, 
said he would not push the resolution, pending efforts to effect 
a settlement by conference between the interested parties. 





MOBILE & OHIO CERTIFICATES 

The Mobile & Ohio Railroad Company has applied to the 
Commission for authority to issue $1,678,000 of 5 per cent equip 
ment trust certificates, to enable the company to obtain 1,000 
box cars and 5 locomotives costing approximately $2,098,000. 
The certificates have been sold, subject to the approval of the 
Commission, to Clarke, Dodge &\Co., New York City, at 95% 
and interest, 


Dece 





Re 


Sicceeae 


pa | 






December 29, 1923 


WAREHOUSE 


Your Stocks With Us 


150,000 Sq. Ft. Space 


DENVER 


Serves Two Million Population 





—_— = 










Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 


The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 
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There are many reasons why 
you should use 


Traffic Department Forms 


in your office 


But the chief one is the fact that it 
will facilitate your work. Why spend 
hours of your time and your stenog- 
raphers time writing and rewriting 
the same information on claim papers, 
when a form that costs but little if 
anything more than the stationery 
used requires only the filling in of a 
few lines? 


Our new catalog and price list will 
tell you all about them. Ask for it. 


Merchandise Department 
“Dependable forms” 
The Traffic Service Corporation 
418 S. Market Street, Chicago, III. 
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The only line with daily freight service 
from Chicago to the big commercial 
centers on the Missouri River all the 
way from Sioux City to Kansas City. 


Frequent— 
Dependable— 
Satisfactory— 


‘‘BURLINGTON”’— 


SERVICE 


E. K. FLEMING, General Agent 


226 West Adams Street CHICAGO 
Phone State 4270 


Burlington 














FREIGHT CAR REPAIR WORK 





We are equipped with the shop 
facilities and experienced labor . 
to repair and build Railroad 
Freight Cars in our large new 
plants at Sharon, Pennsylvania, 
and Kansas City, Kansas. 

















We can give prompt service in 
the fabrication of underframes, 
center sills, draft arms, and 
similar car construction. 
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CHICAGO JUNCTION CASE 


The Trafic World Washington Bureau 


At a conference in Director Hardie’s office December 21 it 
was agreed to reduce I. and S. 1957 to a simple division case, 
if the Commission would agree to issue a sixth section order 
permitting the establishment, on short notice, of the 14-cent 
inbound L. C. L. rate to stations on the Chicago Junction Rail- 
road with all the trunk lines concurring therein, instead of only 
those now agreeing with the New York Central, the proposing 
line. Shippers would have the benefit of the additional stations 
on the Chicago Junction proposed in the tariffs which, but 
for the suspension, would have become effective a month ago. 
The question of what the protesting trunk lines are to pay 
the New York Central as divisions would be left for considera- 
tion by the Commission at its leisure and without further 
deprivation of the benefit of the new stations to the shippers. 

The trunk line representatives participating in the con- 
ference gave notice of an intention to raise the question of the 
divisions on carloads so that it could be considered in connec- 
tion with divisions on L. C. L. business, their claim being that 
the New York Central was getting too much on-that kind of 
business, in violation of the spirit of the Commission’s order 
permitting that road to acauire the packer terminal properties. 

The conference was called largely because shippers able to 
ship from and to points on the terminal in what is known as 
the central manufacturing district desired to use the rates pro- 
posed by the New York Central, the arrangement between that 
road and the terminal roads being for the absorption of the 14 
cent rate by the line-haul carrier, The justice of their claim 
to such consideration was recognized by the trunk lines that 
were in disagreement with the New York Central, so Director 
Hardie was authorized and instructed to call a conference with 
a view to bringing about an agreement and avoiding the neces- 
sity for a formal trial of the suspension case. 

No agreement as to the disposition of the separately es- 
tablished charge of the terminal roads was possible. The New 
York Central took the position, in effect, that the value of the 
service was equal or in excess of the 14 cent rate under sus- 
pension. The Pennsylvania, using that line as representative 
of the other side of the question, proposed the absorption by 
it of much less than the 14 cent rate. In behalf of the dissent- 
ing trunk lines it was contended that the proposal was viola- 
tive of the ninth condition imposed by the Commission when 
it permitted the New York Central to acquire the terminal rail- 
roads and that therefore it was preposterous to expect the 
dissenting trunk lines to pay over to the New York Central the 
amount of the rate, which would be the effect of the dissenting 
roads agreeing that shippers on the terminal roads should have 
the benefit of the Chicago rate on traffic hauled by them. 

The dissenting trunk lines brought into the conference the 
question of divisions or allowances on carload freight. They 
announced their intention of bringing that question before the 
Commission on the ground that the divisions exacted from 
them for such traffic were also excessive as shown by what 
they claimed to be the fact that last year the yield under the 
division or allowance was $1,300,000 and that this year it would 
be greater, and that the spirit of the permission granted to the 
New York Central was that it should operate the terminal 
properties at cost plus a reasonable profit, and not use them 
as if they were its own, wholly for the making of the largest 
possible profit on rates within the standards of the law. 

Three representatives of shippers organized into a traffic 
bureau for the Central Manufacturing district attended the con- 
ference. They were E. C. Wilmore, C. G. Hylander and L, M. 
Nicolson. Other participants in the conference were L. P. Day 
and W. L. Kallman for the New York Central; E. L. Whitney 
for the Chicago Junction Railway; W. H. Ward, Indiana Har- 
bor Belt, and H. E. Covertson, Big Four; Luther M. Walter for 
the Pennsylvania, Erie, Monon and Grand Trunk; F. G. Lantz, 
for the Erie; Ray Clark, the Grand Trunk, and C. E. Clapp, the 
Pennsylvania, 


LINE-HAUL ABSORPTION CASE 


The Trafic World Washington Burcau 


The Commission, on its own motion, has instituted an in- 
quiry, formal docket No. 15462, into the absorption, by the Pitts- 
burgh & Lake Erie, of what the Commission refers to as the 
Pennsylvania’s linehaul charges on traffic applying between 
Pitsburgh station, and Pittsburgh or Homestead (Homestead 
Transfer), provision for which absorption is made in Pittsburgh 
& Lake Erie, I. C. C. No. 2326, with a view to entering such order 
or orders in the premises as the facts developed may warrant. 

In the Pittsburgh territory the competition for the traffic 
originating in various parts of the Pittsburgh district has been 
terrific, especially between the New York Central, of which the 
Pittsburgh & Lake Erie is a part, and the Pennsylvania. As a 
general proposition of law, the Commission has held that one 
railroad may not absorb the local rates of another, under the 
guise of absorbing switching charges, so as to attract traffic to 
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the rails of the absorbing carrier from the rails of the other 
carrier, the local rates of which the first mentioned carrier jg 
proposing to absorb. 


DETROIT & MACKINAC LINE 


The Commission, in a report on further hearing in a finance 
case in which it authorized the Detroit & Mackinac to construct 
an extension of its line from a point in Alpena, Mich., to Rock. 
port, Mich., a distance of 12.1 miles, has authorized the carrier 
to file a new or amended map providing for relocation of about 
1.25 miles of the line at the southwesterly end. 


DENVER & RIO GRANDE WESTERN LINE 


T. H. Beacon, receiver of the Denver & Rio Grande West. 
ern, has been authorized by the Commission to acquire and 
operate a line of railroad extending from a connection with 
the Loma branch of the applicant at Kebler No, 2 station to 
Alamo, a distance of 4.18 miles, all in Huerfano county, Colo, 
The line was built by the Alamo Coal Company, to provide 
transportation facilities for the output of its mine at Alamo, 
The coal company plans to open up new coal fields and does 
not wish to operate the line, the Commission said, as such 
operation would place it at a competitive disadvantage with 


other coal mines in the same district, all of which have the 
same freight rates. 


SCRIP MILEAGE BOOK CASE 


The Department of Justice has filed a brief in the Supreme 
Court in support of the Commission’s order requiring the rail- 
roads to issue and sell scrip coupons at a reduction of 20 per 
cent below the regular fare of 3.6 cents a mile. Commercial 
travelers’ organizations joined with the government in the brief. 
The case is pending in the court on appeal from a lower court 
decision holding the order invalid. 


CONTROL OF TWO LINES 
The New York, Ontario & Western has-been authorized by 
the Commission to acquire control by lease of the Utica, Clin 
ton & Binghamton and of the Rome & Clinton. , 


OLD COLONY BONDS 


The Old Colony Railroad Company, a non-operating sub 
Sidiary of the New Haven, at the request of the latter, has ap- 
plied to the Commission for authority to issue $3,500,000 of 5% 
per cent 20-year first mortgage bonds to refund $3,000,000 of 4 
per cent bonds and to provide funds for inprovements. The 
bonds have been sold to R. L. Day & Co., of Boston, at 95, sub 
ject to the Commission’s approval. 


D. & H. TO ABANDON BRANCH 


The Delaware & Hudson has applied to the Commission 
for authority to abandon approximately 12 miles of line from 
Chazy, N. Y., to a connection with the Grand Trunk on the 
boundary line between the United States and Canada. The line 
has been operated at a loss, the company said. 


INTERLOCKING DIRECTORATES, ETC. 

W. J. Beres has been authorized by the Commission to 
hold the position of director of the Hawkinsville & Florida 
Southern Railway Company and of the Tallulah Falls Railway 
Company. 

Clarence W. Jones has been authorized to hold the posi 
tions of assistant secretary and assistant treasurer of. the 
Atchison, Topeka & Santa Fe Railway Company; also various 
other positions with numerous lines subsidiary thereto. 

The Commission has authorized Messrs. William E. Bailey, 
Milton C. Blanchard, Samuel T. Bledsoe, Frank E. Edwards, 
William K. Etter, Homer B. Fink, Frederick C. Fox, George W. 
Lupton and Avery Turner. to hold various positions with the 
Atchison, Topeka & Santa Fe Railway Company and its numer 
ous subsidiary lines. a 

Oscar L. Clarke has been authorized to hold the positiois 
of director and land and tax commissioner of the Gulf, Colorado 
Santa Fe Railway Company and director of the Beaumont wh 
& Terminal Company and numerous other short lines. 


VIRGINIAN SECURITIES 
The Virginian Terminal Railway has asked the Commissit 
for authority to issue $1,796,000 of first mortgage 5 per cel 
gold bonds, to be delivered to the Virginian Railway in settle 
ment of indebtedness. The Virginian has asked authority 
guarantee the bonds and also nominally to issue $3,416,000 
its own first mortgage fifty-year 5 per cent gold bonds. " 
Virginian also asked authority actually to issue and sell $5,008 
000 of its own first mortgage 5 per cent fifty-year gold ens) 
the proceeds to be used for advances for construction work 
the Virginian Terminal Railway. These bonds have been % 5 
subject to the approval of the Commission, to Lee Higs! 
& Co. and the National City Company, at 91 and interest. 
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NAWSCO LINES 


recur INTERCOASTAL 


PORTLAND, ME. 
PHILADELPHIA BOSTON 


and 


FREIGHT 
SERVICE 

















LOS ANGELES PORTLAND 
SAN DIEGO ASTORIA 
SAN FRANCISCO SEATTLE 
OAKLAND TACOMA 
VANCOUVER 


Sailings Every Ten Days 


NORTH ATLANTIC AND WESTERN S. S. C0. 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So. 4th St. PITTSBURGH: 601 Bessemer Bidg 
PORTLAND: 36 Exchange St. 


THE ROBERT DOLLAR COMPANY 
Pacific Coast Ports 


Dollar Line 


Express Freight Steamers 
Monthly 


Atlantic-Oriental Service 


Boston, New York and Norfolk to Yokohama, Kobe, 
Shanghai, Hongkong, Manila and Singapore 


Atlantic-Pacific Coast Service 


New York and Baltimore to Los Angeles (Wilmington), 
San Francisco, Seattle and Vancouver, B. C. 


Mediterranean-Atlantic & 
Pacific Service 


Genoa and Marseilles to New York, Boston, Los 
Angeles (Wilmington), and San Francisco 


For rates, sailings and other information apply to 


Dollar Steamship Line 


NORFOLK—128 West Bute Street 
PHILADELPHIA—136 Se. Fourth St. 
FRANCISCO—R Dollar Bldg. 
SEATTLE—L. C. Smith Building 
VANCOUVER—402 Pender Street West 
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MrNesN 


EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 





Sailings from. ..Baltimore and New York 


S. S. SIDNEY M. 
HAUPTMAN — 


A STEAMER 


— Dec. 22 

— Jan. 9 — Jan. 12 

DIRECT TO 

LOS ANGELES HARBOR—SAN 

FRANCISCO, PORTLAND AND 
SEATTLE 

Regular and Frequent Sailings Thereafter 


eervedove 









Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 


Munson atta = a St., New York 
Citgege. Be Louie Pied nirah, Baltimore 
maa pprisissr sein tni Mobile, New Orleans 


McCORMICK - STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 





Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 





Los Angeles Harbor, San Francisco 


Seattle, Tacoma, Bellingham and Aberdeen 
Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the abbas East 
For rates, dates of sailing and other intormation 
WILLIAMS STEAMSHIP CC CO., Inc. 


Moore and Water Streets, New York Tepes Bont rom 
Bakimere, Md. Chicage, Ill. 
St. = ag Oliver ag 333 S. Dearborn St. 
And at cur Branch Offices at ports of call, ote. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that Seen pwsens dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer Goocions relating to practical traffic 


et ager We do not desire to the place of the traffic man but to 
elp him in his work. 


¢ right is reserved to refuse to answer in this department any 
question, legal or traffic, thet it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein a 


ddress QuestJons and Answers Departmen 


t, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


a 


Actions for Loss or Injury to Goods, Venue of 

West Virginia—Question: Please advise whether in case 
the consignee files claim for loss and damage to shipment with 
originating carrier which does not operate or maintain a repre- 
sentative within the state in which consignee resides, and pay- 
ment of claim is declined, the consignee can institute suit in 
the state in which he resides against the originating line. 
Furthermore, if he so desires, can he institute suit against the 
delivering line without having submitted claim for their inves- 
tigation? 

Answer: The matter of venue, that is, the question of 
where a particular carrier may be sued, is regulated for the 
most part by special statutory provisions of the several states. 

No demand is necessary before commencing an action for 
loss of, injury or delay to shipments, provided suit is instituted 
within the six months’ period provided for in paragraph B of 
section 2 of the Uniform Bill of Lading within which notice 
must be given to a carrier. However, the giving of notice 
within this period of time is a condition precedent to the 
bringing of a suit after the expiration of that time. 


Undercharges—Time Within Which Carrier Must Bring Action 


for 

Michigan.—Question: The “X” Railroad has filed claim 
against us for the movement of a car of rye from A, Michigan, 
to B, Ohio. The delivery of this car of rye was effected April 
15, 1921, 

When the “X” Railroad .presented us with their bill of $42.98 
we advised them that we believed the two-year period of limi- 
tation contained in section 16 of the interstate commerce act 
covered this case. 

We are now advised by the general attorney of the “X” 
Railroad that the decision in the case of Kansas City Southern 
Ry. vs. Wolf does not applhy to an action brought by a carrier 
against a shipper or consignee to recover freight charges, but 
under section 16 of the interstate commerce act a carrier may 
bring an action at any time within three years against a ship- 
per or consignee to recover its charges. 

Will you kindly express your opinion as to the lawfulness 
of a discrimination of, this nature? : 

Answer: Under paragraph 3 of section 16 of the interstate 
commerce act a carrier may bring an action for its charges 
or any part thereof within three years from the date of 
delivery of the shipment, while a shipper must, under the 
same paragraph of section 16 and under the decisions in the 
Wolf and Phillips cases, bring a complaint before the Com- 
mission or an action in court for the recovery of an overcharge 
or damages resulting from the exaction of an unreasonable 
or discriminatory rate within two years. 


This being a statute enacted by Congress, there can be no 
question of the lawfulness, at least so far as its general policy 
and its effect on contracts made or rights arising after the 
passage of the statue is concerned. 

See in this connection our answer to “Wisconsin” on page 
208 of the July 28, 1923, Traffic World, under the caption Limi- 
tation of Action—Difference in Time Within Which Action for 
Overchaarge and Action for Undercharge May Be Brought.” 

Demurrage—Legal Holidays 

Ohio.—Question: Is November 11, Armistice Day, a legal 
holiday? We desire this information in connection with check- 
ing car service. We note that The World Almanac, published 
by Press Publishing Company, shows this as a national holi- 
day, observed by all states, in the 1922 issue, but there is no 
mention made of it in their 1923 issue, and it is not clear to 
the writer how this happens to be a legal holiday in 1922 and 
not this year. 

Answer: We are informed by the United States Depart- 
ment of Justice that Congress has never declared Armistice Day, 
November 11, to be a national holiday. Whether it has been 
made a state holiday depends upon the statutes of the individual 
states. The demurrage tariff exempts Sundays and legal holi- 
days, nationaal, state, county and municipal, from demurrage 
charges, and, therefore, if a particular day has not been made 
a national holiday it rests with the individual jurisdiction in 
which the demurrage accrues as to whether it shall be assessed. 
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In the case of national holidays, the question of whether the 
state, county or municipality has acted upon the proposition 
is immaterial, so far as waiving demurrage is concerned. The 
presence of the national holiday would prevent demurrage from 
accruing at any or all points of the United States on that date, 


because no demurrage accrues, according to the tariff, on na-. 
tional holidays, 


Combination Rates Via One Route Not Affected by Joint 
Through Rate Via Different Route 

Arkansas.—Question: Tariff names from point in New York 
to point in Arkansas applicable only via St. Louis. Same tariff 
names proportional rate from Cairo to point in Arkansas under 
the following provision: “Will only apply where no through 
rates are- published.” Said proportional rate is subject to 
Jones’ combination tariff No. 228 by reference thereto. 

Would the fact that the words “Will only apply where no 
through rates are published” prevent use of the proportional 
rate in making rate via Cairo, bearing in mind that a through 
rate is published via St. Louis but not via Cairo? 


Answer: That the words “Will only apply where no 
through rates are published” implies “via the same route” is 
very apparent, and, when considered in connection with the 
actual applying of the rates themselves to the movement of 
the traffic, this implication is quite clearly proved. You state 
the joint through rate applies via the St. Louis gateway only; 
and, that being the case, it would not be proper to use a com- 
bination over the St, Louis gateway which might be lower by 
use of the Jones’ combination rule, for no combination may be 
used via the same route over which a joint through rate is 
applied, except by specific alternative rule published in the 
tariff. The fact that a joint through rate applies from Roches- 
ter, N. Y., for example, to Little Rock, Ark., via the St. Louis 
gateway, does not prevent the use of a combination rate made 
through Cairo, if there is no joint through rate through Cairo. 
Suppose your shipment were routed via the Cairo gateway. 
Would there be a through rate applicable? You say not, be- 
cause the through rate is restricted to the St. Louis gateway, 
There being no through rate applicable between those points 
to that shipment via the route it traveled, then the Cairo con- 
bination would be applicable, and there would be nothing to 


preclude use of the Jones combination rule in connection there. © 


with. The condition that there be no through rates published 
before the Jones rule may be used, will have been met. There 
being no through rate for your shipment, the Jones rule as 
applied via Cairo would not be contravened. 

In W. L. Carney vs. Director-General, 68 I, C. C. 199, ship- 
ment was only partially routed. Carriers transported via one 
junction via which a joint through rate applied. Via another 
junction a lower combination was available. The Commission 
held the carriers had misrouted the shipment in failing to for- 
ward via the cheaper, but combination route. The Commission 
has repeatedly held that “a joint through rate takes precedence 
over any combination” (unless the combination is authorized 
as alternative in the tariff itself). The above decision shows 
that the Commission’s rule that a joint through rate is the 
only lawful rate means “via the same route.” We think the 
situation no different in your case, Jones’ rule contemplates 
that “if there is a joint through rate via route of movement of 
shipment, the Jones combination rule may not be used. If 


there is no joint rate via route or movement, the combination 
rule is in order.” 


Demurrage—Notice to Consignor of Refused or Unclaimed 
Shipment—Unclaimed Shipment—What Constitutes 

Michigan.—Question: On a certain date, from A to B, a 
shipment moved billed to the order of Jones, notify Williams. 
Agent at destination notified Williams in writing, also ware 
houesman notified Williams’ teamster at different times and 
he promised to take shipment out, but failed to do so. 

Shippers asked to have shipment returned to them at A, 
which was done, The back charges and considerable storage 
was advanced. The agent at station A delivered the shipment 
to the original shippers, who were on the credit list. After 
the bill was mailed to them they refused to pay the storage 
which had accumulated at station B. 


Jones, the original shipper, refuses payment of this storage, 


-inasmuch as they claim that they were not notified in writing 


that this shipment was on hand at destination unclaimed. We 
admit that they were not notified, but inasmuch as Williams 
was notified and per the terms and conditions in section 4 of 
the order bill of lading, we contend that they are liable for 
this storage in full. 

Answer: Ordinarily, where a carrier fails to send the no 
tice in compliance with the tariff provisions above referred to, 
which provisions require notice to the consignor, demurrage oF 
storage charges should not be assessed for the time elapsins 
between the date on which the notice should have been sent 
or given and the date on which it was actually sent or givel 
to the consignor. However, in the instant case, the fact that 
the order-notify party apparently assured the carrier’s agent 
from time to time that the shipment would be accepted may 
have some bearing on the situation. See in this connection the 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore NewYork Norfolk 
SANTA CLARA...... Jan. 7 Jan. 10 Jan. 12 
SANTA ROSA... .... Jan. 14 Jan. 17 Jan. 19 
*ECUADOR......... Jan. 20 Jan. 31 Feb. 2 
THEREAFTER EVERY WEEK 
EASTBOUND SAILINGS 
San Francisco Los Angeles 




















Mr. Traffic Man: 
Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, SANTA OLIVIA ..... Jan. 5 Jan. 7 
we have the facilities and experience *COLOMBIA....... Jan. 15 Jan. 17 
to be of real service to you. | | |  SANIA MALIA..... 
THEREAFTER EVERY WEEK 
*Calling . Manzanillo, San Jose de Guatemala, La Libertad, 
Corinto, Canal Zone, Havana (Eastbound), Baltimore (East- 
bound), » Noctolie and New York. 

FARES, to Los Angeles er San Francisco, FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zene 
S.S. CITY OF PARA sails from San Francisco Jan. 15 


and sailings about every 22 days thereafter 


PACIFIC MAIL S.5. COMPANY 


10 Hanover Square, New Yor alifornia St., San Francisce 
605 Central Bie. » Las hnelen Calif. 





























Security Warehouse Company 


100,000 Square Feet Floor Space 















‘“‘Bankers of Merchandise”’ 






bc wkd viene eel Hoge Building ‘Norfolk. er Fwd. & Stg. 
Baltimore....... ee Building Cleveland..... 0 Engineers Bidg. 
Pittsburgh .. 410 State Theatre pia? 












y 
CARIBBEAN. 
Ue i y 


DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS— MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports. 
Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transhipment at San Francisco. 


Through bills of lading, from Pacific Coast Ports to Mexico, Cuba, Porto 
ea: Rico, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINE, Incorporated 


GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 






WAREHOUSE: WITH SERVICE 





1,500,000 SQUARE FEET 
of 










Modern Fireproof Warehouse Space in Los Angeles and at the Port 
of Los Angeles 






Free and U. 8S. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
Special equipment for the proper handling of various commodities 
Steamer Space boeked when requested 


We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Bonded for $100,000.00 


UNION TERMINAL WAREHOUSE CORPORATION 
SHATTUCK & NIMMO WAREHOUSE COMPANY 


UNION TERMINAL WAREHOUSE COMPANY 










































" a Steele a SWAYNE & waving S Inc. 15 Moore St, 
Los Angele 8, fy aliforni a Galveston, Texas Pc tee tre Bie. New York City 
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Commission’s opinion in Docket 9994, Central Pennsylvania 
Lumber Co. vs. Tionesta Valley Ry. Co., 51 I. C. C. 465. At 
the time that case, however, was decided, neither the storage 
nor demurrage tariffs contained the provision respecting notice 
to the consignor, the provision being added to the tariffs during 
the year 1919, and the Commission, therefore, found that the 
carriers’ failure to notify the consignor did not constitute a 
violation of the act, 

Under the wording of the present tariff provisions notice 
is to be sent the consignor when a shipment is either refused 
or unclaimed. Whether such a shipment as the one which was 
the subject of the report in Docket 9994, above referred to, as 
well as the instant one, can be classed as an unclaimed ship- 
ment, has not, so far as we can determine, been decided by 
the Commission, although a similar question is the subject of 
a complaint now before the Commission under Docket 1346, 
Republic Coal Co. vs. C. M. St. P. M. & O. Ry. Co. If such 
a shipment is an unclaimed shipment the carrier’s duty was to 
notify the consignor at the time specified in the storage and 
demurrage provisions above referred to. Furthermore, regard- 
less of tariff provisions, there is, under the decisions of the 
courts, a duty imposed upon a carrier to notify a shipper of the 
fact that a shipment is unclaimed or refused. 

Paragraph 1 of section B of rule 2 of the Uniform Storage 
Rules provides: “Where shipments have been plainly marked 
with the consignor’s name and address, preceded by the word 
“from,” notice shall be immediately sent or given consignor 
of refusal of less-than-carload shipments. Unclaimed less-than- 
carload shipments will be treated as refused after fifteen cal- 
endar days from expiration of free time.” 

Paragraph 4 of section C of rule 7 of the storage rules 
provides: “In case of failure by carrier to send or give notice 
in accordance with the provisions of rule 2, section B, no storage 
charges will be assessed against the consignor between the 
date on which the notice should have been sent or given and 
the date on which it was actually sent or given.” 
Routing—Duty of Carrier Where Bill of Lading Instructions Do 

Not Specify Complete Routing 

Wisconsin.—Question: Please refer to your answer, under 
the head of “Routing,” in The Traffic World of November 18, 
1922. Citing Conference Rulings 214 and 316 as authority, we 
filed claims against carriers for overcharge in rate on shipments 
originating in C. F. A. territory, where rate for movements 
across Lake Michigan was cheaper than for movement via 
Chicago. All shipments were routed, for instance, via B. & O.- 
C. & N. W. Three carriers declined payment of our claims, 
contending that routing, such as the one mentioned, constituted 
specific through routing, inasmuch ag both lines had connections 
at Chicago, so initial carriers had no choice but to deliver ship- 
ments to the other carrier at Chicago, and the higher through 
rates, covering movement via that point, must apply. Will you 
kindly advise what rate lawfully applies—proportional car ferry 
rate to Milwaukee, plus an arbitrary beyond, or rate via Chicago. 


Answer: Unless a third and intervening carrier must be 
used in handling the shipments through Chicago, in accordance 
with the Commission’s opinion in McCaull-Dinsmore Co. vs. 
Cc. B. & Q., 48 I. C. C. 508, the carriers are correct in their 
views. On the other hand, if the carriers shown in the bill by 
the shippers do not form a through route between point of 
origin and destination, which is a question of fact, the initial 
carrier must forward the shipment via the cheapest available 
route of the class designated by the shipper, that is, all-rail or 
rail-and-water. See Brunner & Co. vs. Sou. Ry. Co., 40 I. C. C. 
549. 

Liability of Carrier for Loss of Coal 


Pennsylvania.—Question: A certain percentage of shipments 
of anthracite and bituminous coal is reweighed upon request 
of consignee on delivering line’s tracks. The difference in lesser 
weights averages from one to five thousand pounds. 

Carriers disclaim any responsibility, because of clear record 
cars, and, furthermore, claim that their scale weights at mines 
are furnished to shipper for his convenience, without any com- 
mercial responsibility. 


The question is, are carriers sustained, under the law, of 
non-responsibility because of clear record cars? 

Answer: As a carrier is an insurer as to goods delivered 
to it for transportation and is liable for any loss or damage 
thereto resulting from its negligence in transporting the ship- 
ment, proof of the fact that a certain amount of coal was de- 
livered to a carrier at point of origin and that a lesser amount 
was received at destination, makes a prima facie case of neg- 
ligence on the part of the carrier, The burden is then upon the 
carrier to show that the loss occurred from some cause for 
which the carrier is not liable, such as an act of God, the 
public eenemy, the fault of the shipper, etc. See the decision 
in Baker vs. Dittlinger Roller Mills Co., 203 S. W. 789, which, 
while not covering a shipment of coal, states the principles 
which should govern the carrier’s liability. The fact that the 
shipment moved under a clear record does not in and of itself 
relieve the carrier of liability for a shortage, if one actually 
exists, which, of course, is a question of fact, to be determined 
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from all of the evidence relating to" the weighing "and handling 

of the car. 

With respect to the question of whether weighing is a 
transportation service which a carrier must perform and the 
responsibility of a carrier for the correctness of weights shown 
in its bill of lading, see N. C. & St. L. Ry. vs. Flournoy, 77 
S. E. 797; Detroit Coal Exchange vs, Mich. Central R. R., 38 
I. C. C. 79, and Grain Elevator Allowances at Kansas City, 34 
I. C. C. 442, on page 445 of which latter case the Commission 
said: “The benefits thus received and recognized by the re. 
spondents are not, however, germane to the issues here in- 
volved. The act does not require freight charges upon ship- 
ments of grain to be assessed upon elevator weights. The 
weight of grain transported must be determined with reasonable 
accuracy by the carriers as an incident to their service of 
transportation. They must provide adequate facilities for 
weighing.” 

Long and Short Haul—Application of Joint Rate as Maximum 
for Local Rate Over Portion of One of Carriers Forming 
Through Route to Point to Which Joint Rate Applies: 
California.—Question: Your issue of November 10, on page 

1150, under “Ohio,” “Application of the Rate—Intermediate Rule 

—Meaning of the Term ‘Line,’ When Used Therein.” 

We have had considerable controversy with the carriers 
over the intermediate application of a joint through rate as a 
maximum for the local rate over that portion of one of the 
lines which is included as part of the through joint rate. 

We are of the opinion that the fourth section of the act 
makes no distinction as to the application of the long-and-short- 
haul clause whether the transportation is locally over a line, or 
is joint over two or more lines; and your remarks tend to 
bear out such a belief, 

We have been informed by the carriers that such is not 
the case, and refer to the following citation: 


Where two connecting carriers unite in a joint ttriff, they form 
practically a new and independent line, and the joint rate established 
over such a line may be less than the sum of the local rates, or even 
less than the local rate of either carrier over that part of its road 
constituting a given part of the joint line, without violating the act. 
Parsons vs. Chicago & N. W. Ry. Co. (1894), 63 Fed. Rep. 903, 11 C. 
C. A. 489, 27 U. S. App. 394. Same cases, 167 U. S. 447, 17 Sup. Ct. 
R. 887, 42 L, Ed. 281. 


We will appreciate it if you will let us know if the citation 
referred to by the carriers has been superseded by any later 
decisions, or if the present wording of the act renders such a 
decision obsolete. 

Answer: So far as we have been able to determine, the 
decision to which you refer has not been overruled nor has the 
Supreme Court of the United States had the question before 
it in any other case. It should be observed, however, that 
while the Supreme Court in its opinion in 167 U. S. 447 affirmed 
the decision of the Circuit Court in 63 Fed. 903, the particular 
point with which we are concerned, namely, whether a joint 
rate must, under the fourth section of the act, be observed as 


a maximum for the local rate over that portion of one of the 


lines which is included as a part of the joint line or route, was 
not discussed by the Supreme Court in its opinion in this case. 

In this connection, however, see the decision of the Circuit 
Court of Appeals in Davis vs. Parrington, 261 Fed. 10, on pages 
13, 14 and 15 of which case the court said: 


In Parringten’s Cases, it is argued that the Steamship Company 
could, without violating Section 4 of the act, establish its local rate 
by water to Portland, and could also concur in a new independent 
route established by the joint tariffs of the railroad, whereby the 
route from San Francisco to North Portland was created, and that, 
while the Steamship Company used part of the lines of the Railroad 
Company, it was lawful to make a local rate vid water line higher 
than the joint rate via the rail and water line. The accuracy of 
this reasoning depends upon whether the case is to be considered in 
recognition of the well-established rule that by the amendments to 
Section 4 of the interstate commerce act (Comp. St. Sec. 8566), pro- 
viding that the carrier has no right to charge more for a shorter haul 
over the same line or route than it charges for a longer haul, the 
shorter being included within the longer distance, the carrier cannot 
make such charge for the shorter haul until after it shall have pre- 
sented the matter to the Interstate Commerce Commission and ob- 
tained from that body an order permitting the greater charge to the 
shorter point. * * * 

Counsel have argued that in the carriage from San Francisco t0 
North Portland the line to North Portland is distinct from that to 
Portland, and they cite C. & N. W. R. R. Co. vs. Osborne, 52 Fed. 
912, 3 C. C. A. 347, as authority for their view that the local rate 
via water line or route could be higher than the joint rate via rail and 
water line or route. In the case cited the court was considering the 
fourth section of the act to regulate commerce, when it was unlawful 
for the carrier to charge greater compensation for transportation of 
property under substantially similar circumstances and conditions for 
a shorter than for a longer distance over the same line in the same 
direction; the shorter being included within the longer distance. 
Judge Brewer emphasized the use of the word “line” in the fov 
section as it then read, and held that, where two companies owning 
connecting lines of road unite in a joint tariff, they form for the 
connective rates a new and independent line, and that neither is 
bound to adjust its own legal tariff to suit the other, nor is it re 
pelled to make a joint tariff with it. But, when Congress amend 
the act in 1910, and saw fit to add; after the words ‘over the same 
line’ the additional words ‘or route,’”’ is called for a new, and, be 
believe, a broader, interpretation by which the word ‘‘route”’ is 4 
to be regarded as wholly synonymous with the word “‘line.' 
believe that something more was meant, and that the effect was t0 
require broader construction, by regarding the words as pertaining 
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to instances where carriers joint their lines and then ‘make a route, 


and that freight which is carried over the same route may be car- 
ried over a single line or a joint line. R. R. Commission of Wiscon- 
sin vs. C. B. & Q. R. R., 257 U. S. —, 42 Sup. Ct. 232, 66 L. Ed. — 
(Feb. 27, 1922). We have here, too, the circumstance that the 
Oregon-Washington Railroad & Navigation Company controlled and 
ompany. 


See also the discussion of the Osborne and Tozer cases in 


' Daniels vs. C. R. I. & P., 6 I. C. C. 458, on pages 476 and 477, 


and the Commission’s sixth and seventh Annual Reports for 
the years 1892 and 1893, at pages 30 and 31, respectively. 
McCaull-Dinsmore Case—Effect of 

«New York.—Question: On page 1178 of the November 17 
issue of The Traffic World, we note Judge William E. Spell’s 
attorney for the M. K. & T. R. R.,, interpretation of the McCaull- 
Dinsmore case, and on page 1350 of The Traffic World of De- 
cember 1 note H. C. Lust’s reply to the above attorney, and 
wish to comment on the following discussion. 


We have several claims which are at present in the hands 
of the carrier on which the amount of claim is based on the 
market value at destination. 


Quite a few of these claims have been returned by the 
carrier, claiming that the amount of damage to be figured is 
that of the market value at the point of origin, in accordance 


with Judge W. E. Spell’s interpretation of the McCaull-Dins- 


more case, and in each specific case the carrier emphasized 
the fact that The Traffic World did not comment upon his opin- 
ion and that they assume your publication was in accord with 
his idea. 

In order to enlighten this association and other readers, 
would appreciate your giving us your view on this question. 

Answer: The sole question decided, as we see it, in the 
McCaull-Dinsmore case, is whether the carriers can, in view of 
the Cummins amendment, by a bill of lading contract provision, 
fix the place at which the value to be used for the purpose of 


arriving at the amount of the carrier’s liability is to be de- 
termined. 


The effect of the decision of the Supreme Court of the 

United States in the McCaull-Dinsmore case, 253 U. S, 47, is 
to restore, so far as the carriers had attempted to change it 
by the bill of lading provision in question, the common law 
rule as to the measure of damage for loss or injury to freight. 
Under the common law, as a general rule, where goods are 
damaged, the measure of damages is the difference between 
the value of the goods at their destination in their damaged 
condition and what would have been their value at destination 
if delivered in good order, with interest, less the unpaid cost 
of transportation. Where the goods are lost or destroyed en- 
tirely the carrier is liable, as a rule, for their value at the 
place of destination at the time they should have been deliv- 
ered, with interest thereon from that date, less the unpaid cost 
of transportation. In the event of unreasonable delay, the car- 
rier is liable for the difference between the value of the goods 
at destination at the tims of their arrival and their value on 
the date they should have arrived in the usual course of trans- 
portation. How this destination value is to be arrived at is 
another matter, and one to be determined only from consid- 
eration of each individual case. 
2 This common law rule of damages has been, in effect, super- 
seded by the provision in the carrier’s bill of lading which 
stated that the amount of any loss or damage for which any 
carrier was liable was to be computed on the basis of the value 
of the property at the place and time of shipment, including 
freight charges, if paid. In declaring this provision in the car- 
rier’s bill of lading to be a limitation of liability and therefore 
unlawful and void because of being in contravention of the 
Cummins amendment, the Supreme Court of the United States 
restored the common law rule, or, rather, said in effect, that 
that rule, and not the rule stated in the provision carried in 
the carrier’s bill of lading, was to govern in actions for loss, 
damage or delay. 

So far as we can see, Judge Spell has not, in the article 
to which you refer, incorrectly stated the effect of the Supreme 
Court decision in this case, particularly when he says: “There- 
fore, viewing the McCaull-Dinsmore opinion in the light of 
these decisions, and the purpose sought to be accomplished by 
the Cummins amendment, it becomes apparent that the only 
question before the court in the case was whether or not the 
clause contained in the bill of lading under consideration was 
valid when measured by the terms and proviions of the Cum- 
mins amendment. 


The shippers throughout the country seem to be of the 
opinion that the Supreme Court in this case changed the meas- 
ure of damage for loss and damage to goods in transit. This is 
an erroneous idea. Such a question was not before the court.” 


‘Shipments Consigned to Large Cities Without Designation of 


Delivery Station Therein 
Pennsylvania.—Question: Shipment was forwarded as shown 
below, intended for P. & R. delivery to consignee at Wyndmoor 
(Philadelphia), Pa. The carrier routed car to Noble Street, 
Philadelphia, instead of Wyndmoor (Philadelphia), Pa., from 
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. which point the car was forwarded to correct destination op 


a local rate, resulting in approximately $50 additional charges, 
(Extract from bill of lading form used.) (Mail or stree 


address of consignee.) Consigned to ................ J. W. #, 
Ste ik dle oS oWcigie et Wysdmoer = ...i.....425. 3 » Destination: ©... .f. 
Philadelphia......... Ole Ole oo. son Welles in a, Oe io tn County of 
eons vista 44 era GRO cctics,, ood, C, Gute, & h 


_ The point at issue is, was the bill of lading properly made 
out so as to insure the desired delivery or was Wyndmoor a; 
appearing in the bill of lading to be understood as notification 
point only? You will observe from our form of bill of lading 
that a certain space is restricted so as not to include anything 
that may be written on the line below. If this is correct, then 
the car was correctly consigned to J. W. H.,. Wyndmoor, Phila. 
delphia, Pa., and the additional charges exacted were the result 
of the carrier’s misrouting. 


Answer: Regarding the manner in which your bill of lading 
was made out, we cannot overlook these things: (1) Your 
printed form purports to be and substantially is a replica of 
the kind the use of which is authorized on page 36, Consolidated 
Freight Classification No. 3. The form shown therein clearly 
indicates that on the blank or dotted line opposite the words 
“Consigned to,” two kinds of information may properly appear, 
first, the name of the consignee, and then the mail or street 
address for notification purposes only, after which comes “Des. 
tination.” We cannot believe that the framer of this form ever 
contemplated that the street or mail address was to be written 
above the dotted line. All other written information to be 
inserted by the shipper in the bill of lading is provided with 
the blank line. Why should there be no line on which to show 
the mail address? It is usually a natural sequence for the 
street address to follow consignee’s or addressee’s name when 
directing the movement of either a freight, express or mail 
consignment, or the ordinary business letter, after which fol- 
lows the actual destination city and state. We do not believe 
you can read this direction as shown in your bill of lading (see 
extract above), from left to right, running Wyndmoor under 
the heading “Mail address,” without effectively naming Wyni- 
moor as mail address. Further, “Wyndmoor,” as shown inm- 
mediately under that heading, also precedes the word “Des- 
tination” instead of following it. To bring out your construc 
tion properly, as we view it, your shipping order should have 
read, “Destination, Wyndmoor, Philadelphia, Pa.” The fact that 
there is no post office at Wyndmoor would seem to be imma- 
terial in this connection. A carrier cannot undertake to verify 
the existence of a mail and street address, even though it hap- 


pens to have a delivery station on its line carrying the same 
name. 


But there remains yet to be determined the question as to 
whether the carrier had any destination at all specified. Unless 
it has a station on its line operated under the name of “Phila 
delphia,” it has accepted the shipment with instructions to 
carry same to a point to which its tariff does not hold out that 
it will carry, and this would contravene section 6 (1), inter 
state commerce act, which states “The schedules * * * 
printed by any such common carrier shall plainly state the 
places between which property will be carried.” 


_ The rate applicable to your shipment, if delivered at any 
point in the city of Philadelphia on P. & R. tracks, is published 
in Agent Jones’ I. C. C. 1400, as applying “To Philadelphia, Pa., 
subject to application on page 191.” This application provides 
that the rates named therein apply “To destinations named in 
this tariff, when so provided in tariffs and billing instructions 
enumerated on page 191.” On page 191 Agent Allen’s Rate Bases 
and Billing Instructions Eastbound, I. C. C. A-3,: is included. 
On page 297, for example, of Allen’s I. C. C. A-3, we find “Phila 
delphia” as a “Station” on the P. & R. Ry. 


According to the Commission’s decision in Koenig Coal Co. 
vs. H. V. Ry., 63 I. C. C. 392, when the limits of the destination 
city are not specifically defined, the rate published to such 
city applies to all points of delivery in that city which are o 
the publishing carriers’ tracks. This being the case, your rate 
published “To Philadelphia” applies to all P. & R. deliveries 
in Philadelphia. When you bill your shipments merely “TO 
Philadelphia” the carrier receives instructions (impliedly) 10 
carry them to any point of delivery on its line in Philadelphia, 
but not to more than one of such delivery points. When, there 
fore, it tenders delivery at an accustomed place in Philadel- 
phia, it has done all that it contracted to do. See Ohio Irom 
& Metal Co. vs. C. M. & St. P Ry., 28 I. C. C. 703, and Curtis 
& Yale vs. C. & N. W., 47 I. C. C. 12. But in this particular 
instance the P. & R. has gone a step farther. It provides bY 
its tariff that it has a rate which applies to all of its delivery 
points, including all its delivery tracks, in the corporate limits 
of Philadelphia, when it specifically publishes a rate (as it 
has in this instance). “To Philadelphia, Pa.” It also has indi- 
vidual rate applying to each and every local station on its line 
in the corporate limits of Philadelphia, Pa. It may contract (0 
haul a shipment merely “To Philadelphia,” and there select for 
itself the place at which it will tender delivery. It may like 
wise contract for specific delivery at Wyndmoor, Noble Street 
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Chestnut Hill, etc. In either case it has a specific rate to 
apply, whether the shipper selects the specific delivery station 
in Philadelphia, or merely designates the destination cify and 
leaves the selection of delivery station with the carrier. 

Now, by referring to page 297, for example, of Stuart’s 
I. C. C. A-3, where we find “Station—Philadelphia, Pa.,” and in 


connection therewith a set of instructions to both shipper and 
agent: 


Ship ypere should designate the station (in ,F hiladelphia, Pa.), at 
which desire their freight delivered * When the point 
in Philadelphia is not designated by the - Pail dettbecy will be made 
at Broad Street station or Willow and Noble streets station, as the 
Philadelphia & Reading Railway may determine. 


Having left the selection of the delivery station with the 
P. & R. and not being able to secure two tenders of delivery 
at the same rate, additional charges were in order, and there 
was not, accarding to our view, any misrouting of the shipment. 


ASK FOURTH SECTION RELIEF 


The Trafic World Washington Bureau 


Carriers for whom R. H. Countiss is publishing agent have 
asked the Commission for fourth section relief under which 
they would publish a 60 cent rate on shells, oyster, clam or 
mussel, ground or not ground, 60,000 pounds minimum, from 
Bayou LaBatre, Coden, Delchamps and Rolston, Ala, Dunbar, 
La., Beavoir, Biloxi, Gulfport, Lake Shore, Mississippi City, Pass 
Christian and Mobile, Ala., in connection with the Gulf, Mobile 
& Northern, Mississippi Central, Mobile & Ohio or the Louis- 
ville & Nashville, to California and north Pacific coast terminals, 
without observing the long-and-short haul provision of the fourth 
section. The rate would apply only to terminals and not to 
points intermediate to the designated terminals. The designated 
terminals in the California group are East San Pedro, Oakland, 
Richmond, San Diego, San Francisco, San Pedro and Wilming- 
ton. The northern coast terminals are Astoria, Bellingham, 
Everett, Westminster, Portland, Prince Rupert, Seattle, South 
Bellingham, Tacoma, Vancouver and Victoria. 

Rates to the intermediate points are to be made by adding 
the local rate to the rate to the nearest terminal. Nearest means, 
in construction rates to intermediate points, the terminal which 
will make the lowest combination of interstate rates, It does 
not have its geographical meaning. 

The rate of 60 cents would be a reduction of 15 cents. It is 
desired for no reason other than that of enabling the rail lines 
to meet the competition through the Panama canal. In his appli- 
cation, Mr. Countiss said that in the year covered by the figures 
submitted by him 2,300 tons of shells moved to Los Angeles via 
the canal; 3,775 tons to Portland and 3,576 tons to the Puget 
sound ports. He said the movement of shells to the Pacific 
coast was large enough to warrant the railroads in asking for 
an opportunity to carry some of the traffic. The shells are used 
chiefly as poultry food. 


ROCK ISLAND TO ACQUIRE LINE 


The Commission has authorized the Chicago, Rock Island & 
Pacific to acquire by purchase approximately 14.95 miles of rail- 
road in Tillman county, Oklahoma, and to issue not exceeding 
$452,000 of first and refunding mortgage gold bonds which may 
be pledged for short term notes. The line to be acquired ex- 
tends from Chattanooga to Grandfield, Okla. It has been owned 
by the Rock Island & Oklahoma, the capital stock of which 
is owned by the Rock Island. 


SUSPENSION CASE RESPONDENTS 


The Trafic World Washington Bureau 


In I, and S. order No. 1991, dated December 22, the Com- 
mission suspended supplement No. 9 to American Railway Ex- 
press I. C. C. No. 1804 in which the express company proposed 
cancelling the application of milk and cream rates, both joint 
and local, on the Chicago & North Western. The express com- 
pany was the only party to the tariff but it is not the only re- 
spondent in the suspension proceeding. The Commission made 
the North Western a party thereto, thereby attracting the at- 
tention of those who wonder how a carrier not proposing to do 
anything in the way of changes in rates, can be made a party 
to a proceeding of that kind. 

The cancellation proposed by the express company, if per- 
mitted to go into effect, would result in the application of the 
North Western’s baggage service rates to the traffic in question. 
Inasmuch as they would be used as a factor in the combination 
rates that would come into existence as a result of the cancel- 
lation, the burden of justifying the increases would be upon one 
or the other of the carriers. 

Some of those interested in the milk and cream rates think 
the naming of the North Western as a respondent is an effort 
on the part of the Commission to overcome a weak spot in I. and 
S. Nos. 1613 and 1627, 74 I. C. C. 427, in which the Commission 
said it could not more definitely dispose of the issues because 
the rail carriers were not before it. The railroads involved, in- 
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direcily in those cases, were disatisfied with the milk and cream 
rates of the express company, They proposed to exercise the 

it, reserved in their contracts with the express company, to 
operate their own express service on milk and cream. There- 
fore they cancelled that part of the contract and directed the 
elimination of the rates. In later cases, the Commission dealt 
with the question of what would be proper and reasonable rates 
on milk and cream in baggage car service. In this North West- 
ern case it is supposed to be trying to dispose of the whole 
question in one proceeding. 


TELEPHONE COMPANY STATISTICS 


The Commission has issued an order annulling a previous 
order requiring class D telephone companies to file with the 
Commission copies of the regular statistical reports filed by 


them in pursuance of the laws of the jurisdiction in which they 
operate. 


LAKE TAHOE NOTE ISSUE 


The Lake Tahoe Railway and Transportation Company has 
applied to the Commission for authority to issue notes in re- 
newal of $50,000 of 6 per cent notes. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Chicago, Milwaukee & 
St. Paul to issue, pledge and repleedge $10,000,000 of general 
mene 5 per cent bonds as collateral security for short term 
notes. 

The Kentucky & Indiana Terminal Railroad Company has 
been authorized to issue $217,000 of first mortgage 4% per cent 
bonds to be sold at not less than 80 per cent of par and accrued 
interest. The Baltimore & Ohio, the Southern and the Chicago, 
ate at & Louisville were authorized to guarantee the 

onds. 

The New York, New Haven & Hartford Railroad Company 
has been authorized to sell $26,000 of Worcester & Connecticut 
Eastern Railway Company first mortgage 4% per cent bonds 
at not less than 70 per cent of par and accrued interest. 

The Blytheville, Burdette & Mississippi River Railway has 
been authorized to abandon a line of railroad in Mississippi 
county, Arkansas. 


ANTHRACITE RATE INQUIRY 


Another hearing will be held January 14 before Chief Ex- 
aminer Butler in Washington in No, 15006, rates, charges, clas- 
sifications, regulations and practices covering the transportation 
of anthracite coal. The proceeding was enlarged to include 
the transportation of bituminous coa,l and considerable testi- 
mony was heard on that phase of the case. 


SOUTHERN BOND ISSUE 


The Southern Railway has applied to the Commission for 
authority to issue and sell $1,025,000 of its first consolidated 
mortgage 5 per cent gold bonds for the purpose of providing 
funds for the redemption of a like amount of first mortgage 
4 per cent bonds of the Washington, Ohio & Western maturing 
February 1, 1924. 


Cc. B. & Q. SECURITIES 

The Chicago, Burlington & Quincy Railroad Company has 
applied to the Commission for authority to issue $43,000,000 of 
5 per cent first and refunding mortgage bonds and approval 
of the issue and present sale by the applicant of $20,000,000 
of series A of said bonds, and authorization of the authentica- 
tion and delivery of $23,000,000 of the said bonds to be dis- 
posed of only subject to the further order of the Commission. 
The applicant said it needed at least $20,000,000 to defray the 
cost of necessary additions and betterments, road extensions 
and new equipment in 1924, including improvements and pur- 
chases made since September 1, 1923, when the proceeds of 4 
previous issue of $30,000,000 of bonds became exhausted. 


ELECTRIC RAILWAYS AND SECTION 15-A 

The Commission has decided to hear argument through 
Division 4 January 23 on the subject of the construction “of 
those portions of paragraph (1) of section 15-a of the interstate 
commerce act which exclude from the definition of the term 
‘carrier,’ as used in said section, (1), street or suburban 
electric railways unless operated as a part of a general steam 
railroad system of transportation, and (2) interurban electric 
railways unless operated as a part of a general steam railroad 
system of transportation or engaged in the general transporta- 
tion of freight.” 

The proceeding is entitled Finance Docket No. 3392, aP 
plication of section 15-a of the interstate commerce act t0 
electric railways. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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ons “I signment and diversion, service and 
- in connection wit your sub soaiiitten fon age transit privileges, 
yf a oe ° : industrial traffic department, proced- 
scription the Special Service ure before Interstate Commerce ca. 
Department renders a personal caine tetas cE 
na Just fill out the coupon below—sli 
— ‘ ; . " it into an envelope with a dollar bill 
a service that in itself is worth and mail. This 385-page I. C. S. 
erm : seep" Traffic Man’s Handbook will come 
‘ban many times the_ subscription speeding to you by return mail. Money 
eam back if not satisfied. 
tric ‘ 
ail price. wee ee ——————- + TEAR OUT HERE ———————-——— 
orta- ee ee SCHOOLS 
® ¢ y Box » Scranton, Penna, 
’ = Ask for sample copies and information I enclose One Dollar. Please send me— 





Saag sags 385-page I. C. §S. Traffic 
an’s Handbook. It is understood that if 
I am not entirely satisfied I may return 
this book within five days and you will 
refund my money. 


THE TRAFFIC SERVICE CORPORATION 
418 South Market Street, Chicago, Illinois 
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TRAFFIC CLUBS 


(ene following list of traffic clubs will be published from time 
te time. We ask that readers notify us of any.errors or of any 
changes or additions of which they have any knowledge.) 


Akron, O.—Traffic Study Club of Akron. H. L. Sovacool, 
Pres.; J. J. King, Secy. 

Akron (O.) Traffic Association. 
H. L. Sovacool, Secy. 

Atlanta—Traffic Club of Atlanta. J. W. White, Pres.; 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. R. B. Arthur, Pres.; HE. R. 
Johnson, Secy. 

Baltimore—Traffic Club of Baltimore. H. A. Thoman, Pres.; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club.. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. G. S. 
Wilcox, Pres.; C. E. Jones, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston, G. W. Hammond, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
R. D. Simons, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
W. J. McKibbin, Pres.; H. J. Bryant, Secy. 

Buffalo Transportation Club. Godfrey Morgan, Pres.; J. P. 
DeVaughn, Secy. and Treas. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. E. 
master, Secy. 

Cincinnati—Traffiic Club of the Chamber of Commerce. E. 
C. Rentz, Chairman; C. G. Fredericks, Secy. 

Cleveland Traffic Club. F. P. Barr, Pres.; R. A. Morman, 


H, J. Zimmerman, Pres.; 


K. Fleming, Pres.; E. S. Buck- 


ecy. 
" Oeetinind, N. ¥.—Industrial Traffic Club of Courtland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. R. B. Mann, Pres.; 
M. T. Otto. Secy.-Treas. 

Dallas Traffic Club. Julian Nance, Pres.;A. J. Stone, Secy.- 
Treas. 

Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
M. M. Cooper, Secy. 

Des Moines Traffic Club. W. I. Laird, Pres.; E. J. Heck, 
Secy. 

Denver Traffic Club. J. C. North, Pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. A. W. Kirkpatrick, Pres.; 
C. J. Hotchkiss, Secy.-Treas. 

Detroit Transportation Club. W. S. Roger, Pres.; G. W. 
Musson, Secy. 

Elmira (N. Y.) Traffic Club. A. W. Stebbings, Pres.; J. C. 
Field, Secy. 

El Paso Traffic Club. C. B. Jonz, Pres.; C. W. Waterman, 
Secy.-Treas. 

Erie Traffic Club. P. W. Herrick, Pres.; M. W. Eismann, 
Secy. 
= (Ind.) Transportation Club. H. P. Cornick, 
Pres.; W. H. Orr, Secy.-Treas. 

Flint Mich., Transportation Club. E. F. Bilo, Pres.; J. B. 
Clark, Secy. 


Fort Wayne, Ind.—tTraffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
J. A. Curtin, Vice-Chairman. 

Fort Worth Traffic Club, F.G. Abbey, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. L. G. Brown, 
Pres.; J. D. Quinn, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. M. G. Koon, Pres.; W. H. Cow- 
din, Secy. 

Hartford Traffic Asso. of Hartford (Conn.) and Vicinity. 


W. P. Price, Pres.; O. R. Peterson, Secretary and Treasurer. 


Houston Traffic Club. S. G. Reed, Pres.; A. R. Canfield, 
Secy. 

iIndianapolis.—The Traffic Club of Indianapolis. 
ber, Pres.; S. C. Farrington, secy. 

Jackson (Mich.) Transportation Club. J. J. Lynch, Pres.; 
J. C. Holzworth, Secy. 


Secy. 


Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 


of Commerce. H. R. Miller, Pres.; G. L. Hilliard, Secy. 


Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 


lington, Secy. 


Kalamazoo Traffic Club. C. B. Reed, Pres.; C. H. Wins- 


low, Secy. 
Kansas City Traffic Club. C. D. Dooley, Pres.; 
Rose, Secy.-Treas. 
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Jacksonville Traffic Club. J. L. Wilkes, Pres.; A. Rice King, 


Peter J. 
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Lansing (Mich.) Traffic Club. C. V. 
lvin, Secy. 


Los Angeles Transportation Club. O. A. Smith, Pres.; L. G, 
Wilson, Secy.-Treas. 


Louisville Transportation Club. J. D. Marney, Pres.; W. T. 


W. G. Davis, Pres.; 


‘Vandenburg, Secy. 


Macon, Ga.—Industrial Traffic Managers’ Association. Ben 
Gilman, Pres.; T. J. Abrams, Secy. 

Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 

Marion (Ohio) Traffic Club. W. R. Aukland, Pres.; S. D. 
Ross, Secy. 


Memphis Traffic Club. W. B. Ryan, Pres.; L. E. McKnight, 
Se 


cy. ‘ 
Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Uecke, 
Secy. and Treas. 
Minneapolis Traffic Club. W. H. Perry, Pres.; W. W. Gib- 
son, Secy. 
Nashville, Tenn.—The Traffic Club of Nashville. 
Herbert, Pres.; Earl Roach, Secy. 
Newark Traffic Club. E. F. Neagle, Pres.; R. W. Tims, Secy. 
New England Traffic Club, Boston. A. P. Russell, Pres.; 
P. L. Stuart, Secy. 
, New York Traffic Club. P. M. Ripley, Pres.; C. A. Swope, 
ecy. 
New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 
New York Traffic Forum. E. H. Mayerhofer, Pres.; B. H. 
Thome, Secy. 
New York University Traffic Club. Charles Israel, Pres.; 
Louis Harber, Secy. 
New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 
Norfolk and Portsmouth (Va.) Traffic Club. J. C. Helms, 
Pres.; E. E. Ellis, Secy. 
Oklahoma City Traffic Club. R. E. Nixon, Pres.; L. M. 
Voss, Secy.-Treas. d 
Oshkosh, Wis., Traffic Club. C. M. Starks, Pres.; R. J. 
Hodson, Secy.-Treas. 
Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Secy.-Treas. 
Pensacola (Fla.) Traffic Club. R. K. Wallace, Pres.; P. W. 
Reed, Secy. 
Peoria Transportation Club. 
Secy.-Treas. 
Philadelphia Traffic Club. Lewis Eckel, Pres.; W. H. Mont 
gomery, Secy. 
Philadelphia—Commercial Traffic Managers of Philadelphia. 
E. H. Porter, Pres.; T. Noel Butler, Secy. 
Philadelphia—Philatra Traffic Association. J. C. Moffett, 
Pres.; C. H. Beard, Secy. 
. Pittsburgh Traffic Club.—J. M. Morris, Pres.; E. A. Hynes, 
ecy. 
Pittsburgh Traffic and Transportation Association. 
Heil, Pres. 
Port Huron, Mich.—St. Clair River District Transportation 
Club. E. C. Miller, Pres.; A. C. Thernstrom, Secy. 
Portland (Ore.) Industrial Traffic Club. T. I. Deck, Pres.; 
N. W. Lewis, Secy. 
Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 
Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce, A. E. Paddock, Chairman; B. C. Southwich, Secy. 
Richmond (Va.) Traffic Club. R. P. Saunders, Pres.; R. A. 
Saunders, Secy. z 
Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. B. C. Wedd, Chairman; F. W. Burton, Secy. 
" St. Louis Traffic Club. B. H. Daily, Pres.; S. E. Wilson, 
ecy. 
St. Paul Transportation Club. P. R. Flanagan, Pres.; C. A 
Liggett, Secy. 
San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr. 
Pres.; R. L. Gohmert, Secy.-Treas. 
San Francisco Transportation Club. W. C. Fitch, Pres. 
E. A. Senneff, Secy. 
San Francisco.—Pacific Traffic Association. 
Pres.; J. H. Todd, Secy. 
Savannah (Ga.) Traffic Club. T. E. Grady, Pres.; H. L 
Fulton, Secy. 
Seattle Transportation Club. Alpheus Byers, Pres.; R. 4 
Nichols, Secy.-Treas. 
Sioux City Traffic Club. T. A. Lewis, Pres.; O. Tronvold, 
Secy.-Treas. 
Springfield (Mass.) Traffic Club. S. Robert Hart, Pres. 
B. A. Hapgood, Secy.-Treas. 
Spokane Transportation Club. E. L. Cardle, Pres.; F. J 
Greene, Secy.-Treas. 


R. D. 


N. M. Love, Pres.; O. B. Eddy, 


R. F. 


Ww. O. Banks, 


Stark County (Ohio) Traffic.Club. T. B. Ray, Pres.; L. D. | 


Ellis, Secy. 
Syracuse Traffic Club. 


M. V. B. Weaver, 
Varah, Secy. 


Pres.; 
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LOS ANGELES HARBOR 


The Greatest Seaport of the Pacific Southwest 
HERE ARE SOME FACTS 


The City of Los Angeles has nded on improvement of its waterfront $9,000,000.00, and has available 
approximately $6,000,000.00. The United States Government has as a $6,000,000.00 on 
early $1, 


the breakwater, dredging and jetty work, with appropriations of n 00,000.00 available for further 
Federal projects. 


WHARVES AND PIERS 


Municipal wharves are of standard construction, 10,780 feet of wooden piles, creosoted, and deck, and 
8,120 feet of reinforced concrete piles and deck. Private wharves total approximately 24,000 feet. 
TRANSIT SHEDS AND WAREHOUSES 
The city owns and operates 5 transit sheds, having a uniform width of 100 feet, and a combined 
length of 4,430 feet. There are also 585 feet of umbrella sheds. All are accessible by rail and paved roads. 
RAILROADS 


















All waterfront improvements are served on the same terms by the Santa Fe, Southern Pacific, Union 


Pacific and Pacific Electric Railway Companies through the Municipal Terminal System, which has approxi- 
mately 25 miles of trackage. 


PILOTAGE 
The port may be entered from the open sea in any weather. Pilotage is not compulsory. The easiest 
port to enter on the Pacific Coast. 


Further information covering coal and oil facilities, 
stevedoring, handling, wharfage, storage, etc., 
will be promptly supplied upon application. 


The Board of Harbor Commissioners, Los Angeles, California 


PORT OF NEWPORT NEWS, VIRGINIA 


BUFFALO 


TOLEDO 


Y PITTSBURGH 


PEORIA 


HUNTINGTON TO EUROPE 


OHIO RAILWAY RICHMOND TO SOUTH AMERICA 
TO WEST INDIES 

TO FAR EAST 

TO PACIFIC COAST 


eST-LOUIS 


LOUISVILLE 


CHESAPEAKE AND @ 


ELKHORN CITY @ 





The port of Newport News is a natural port for export, import and coastal traffic to and from the 
central and middle west. Lowest inland and ocean rates. Through bills of lading issued. Unexcelled 
terminal facilities for economical and protective handling for all character of traffic. First-class 
covered storage at minimum charge and insurance. Full cargoes solicited. Million bushel grain Eleva- 
tor. Steamship services to Europe, Central and South America, West Indies, Far East and the 


-tagge — No lighterage or impediments to navigation. Let us serve you! Illustrated booklet 
request. 


r Address Chamber of Commerce, or The Hiden Storage & Forwarding Co., Newport News, Va., Mr. W. L. Divine, 
oreign Freight Agent, C. & O. Ry., 299 Broadway, New York City, or any C. & O. Railway representative. 











1632 THE 


Toledo Transportation Club. L. G. Macomber, Pres.; W. J 
Chisholm, Secy. 

Trenton (N. J.) Traffic Club. J. R. Gaddis, Pres.; J. H. 
Morgan, Secy. and Treas. 
'. Troy, N. Y¥.—The Traffic Club, Inc., of Troy. George T. Rus- 
sel, Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. E. C. Kitching, 
Pres.; R, R. Trimble, Secy. 

Utica (N. Y.) Traffic Club. J. M. Page, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 

Waco Traffic Club. F. L. Booth, Pres.; C. A. Willingham, 
Secy.-Treas. 

Washington Traffic Club. T. J. Stead, Pres.; y. T. M. Du- 
vall, Acting Secy. 

Wheeling (W. Va.) Traffic Club. C. W. Henry, vres.; P. M. 
Neigh, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 
Wichita Traffic Club. F. E. Walling, Pres.; K. C. Parkhurst, 
ecy. 

Windsor, Ontario, Can.—Horder Cities Transportation Club. 
W. R. Burgin, Pres.; J. L. Wallace, Secy.-Treas. 

Worcester (Mass.) Traffic Association. F. A. Champagne, 
Pres.; J. H. Lane, Secy. 

York (Pa.) Traffic Club. J. F. Baird, Pres.; G. E. Gartman, 
Secy. 


JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff. 

F. W. Smith, agent for lines in Official Classification, 143 
Liberty Street, New York, N. Y. 

E. H. Dulaney, agent for lines in Southern Classification, 
215 Brown Bldg., Atlanta, Ga. 

R. C. Fyfe, agent for lines in Western Classification, Con- 
solidated Classification No. 2, 1830 Transportation Bldg., Chi- 
cago, Ill, 


B. W. Dunn, 30 Vesey St., New York. Agent for all carriers 
in all territories that may carry explosives or other dangerous 


articles and that make reference in their individual issues to his 
tariff. 


F. A. Leland, Southwestern Lines, St. Louis, Mo. 

B. T. Jones, Central Freight Association, 608 S. Dearborn 

BE. B. Boyd, Western Trunk Lines, Chicago, II. 

J. H. Glenn Atlanta Freight Tariff Bureau, Atlanta, Ga. 

Wm. J. Sedgman, agent, Atlantic Seaboard Freight Bureau 
(Coastwise Lines), 320 Broadway, New York, N. Y. 

F. W. Gomph, Pacific Freight Tariff Bureau, 256 Montgomery 
St., San Francisco, Cal. 

F. L. Speiden, to and from Southern points, 2nd and Main 
St., Louisville, Ky. 


W. M. Hough, Mississippi-Warrior Service, New Orleans, La. 

R. H. Countiss, Trans-Continental Freight Bureau, 608 S. 
Dearborn St., Chicago, Ill. 

T, Clem Beck, Lake Shore-Lehigh Valley Route, Michigan 
Central-Lehigh Valley Route, Pere Marquette-Lehigh Valley 
Route, Rate Basis and Billing Instructions, Lake and Rail (Bast 
Bound), 143 Liberty St., New York, N. Y. 

G. C. Ranson, Canadian Freight Association (Hastern Lines), 
Montreal, Que. 

F. W. Thompson, Canadian Freight Association (Western 
Lines), Winnipeg, Man., Canada. 

W. J. Collins, Canadian Car Demurrage Rules, Montreal, Que. 

F. V. Davis, Ohio and Pa. (Coal Tariffs), 8 East Chestnut 
St., Columbus, Ohio. 

H. Wilson, New England and Trunk Line, 143 Liberty 
St., New York, N. Y. 

R. C. Dearborn, National Perishable Freight Committee, 542 
S. Dearborn St., Chicago, Il. 

Cc. W. Galligan, Illinois Freight Association, Transportation 
Bldg., Chicago, Ill. 

A. P. Gilbert, Virginia Lines, Richmond, Va. 

G. B. Guthrie Official Freight Directory, Washington, D. C. 

N. W. Hawkes, New England Freight Association, 493 South 
Station, Boston, Mass. 

I. T. Hanson, Tariff Bureau, International Bldg., Washington, 
D. C. 

S. J. Henry, North Pacific Coast Freight Bureau, Seattle, 
Wash. 

H. A. Johnson, Colorado and New Mexico, Denver, Colo. 

R. C. Munholland, Pacific Car Demurrage Bureau, 617 Wells 
Fargo Bldg., San Francisco, Cal. 

H. C. Nut, Monongahela Ry. Co. and P. C. & Y. Ry. Co., 1202 
Century Building, Pittsburgh. 

Cc. A. Hunt, Michigan Central Railroad, Canadian Southern 
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Line Gases for Rates and Billing Instructions Eastbound), De 
troit, Mich. 
sn L. A. Lowrey, Chicago District, 608 S. Dearborn St., Chicago, 
L. Agnew Myers, New York Harbor (Canal, Lake and Rail), 
326 Mills Bldg., Washington, D. C. 

L. E. Earlywine, Central Electric Traffic Association, 303 
Traction Terminal Bldg., Indianapolis, Ind. 

A. M. Schubert, Baltimore & Ohio Railroad, Continental Ling, 
Central State Dispatch (Bases for Rates and Billing Instructions, 
Eastbound), Cincinnati, Ohio. 


7 C. W. Owen, Southern Pacific Co. (Atl. S. S. Lines), Houston, 
exas. 


J. A. Reeves, Utah, Salt Lake City, Utah. 

R. H. Smith, Pennsylvania System (Index), 411 Seventh 
Ave., Pittsburgh, Pa. 

M. S. O’Connor, Empire Line, New York Central Railroad 
Co. (Guide Book), Cleveland, Ohio. 

M. C, Strawn, Oregon, Foot of Alder St., Portland, Ore. 

J. B. Sweeny, Eastern and Interior Eastern Points (Rail 
and Water) to Southern Points, Baltimore, Md. 

J. B. Stewart, Ontario Central Despatch, Michigan Centra 
R. R. (Guide Book), N. Y., 0. & W. Ry., New York. 


R. H. Vaughan, Blue Ridge Despatch (Guide Book), Cin 
cinnati, Ohio. 


Fred Wild, Jr., Colorado-Utah Freight Bureau, Denver, Colo, | 


W. P. Emerson, Gulf Ports, New Orleans, La. 
A. C. Fonda, Texas Lines Tariff Bureau, Dallas, Texas. 
J. J. Cottrell Southern Lines, Richmond, Va. 


G. P. Conard, Railway Equipment Register, 424 West 33n 


St., New York, N. Y. 

Chas. S. Fay, Louisiana Lines, New Orleans, La. 

Thornton Lewis, Kanawha Dispatch, C. & O. Ry. Bases for 
Rates and Billing Instructions (Bastbound), Cincinnati, Ohio, 

R. H. Smith, Star Union Line Guide Book, Bases for Rates, 
Bases for Rates and Billing (Eastbound), Pennsylvania System, 
Pittsburgh, Pa. 

Nat. Duke, Bases for Rates and Billing Instructions (East 
bound), Lackawanna Line, Lake Shore-Michigan Central-Per 
Marquette, New York, N. Y. 

M. S. O’Connor, Merchants Despatch. Bases for Rates ani 
Billing Instructions (Eastbound), New York Central Fast Freight 
Line, Cleveland, Ohio. 

H. G. Powell, agent, Wood River District Lines, Alton, Il 
: - > Morrison agent, New York Dock, 334 Furman 8t., Brook 
yn N. Y. 


L. G. Waldrop agent, Nashville terminals, Nashville, Tenn. 





Digest of New Complaints 


No. 15435. Sub. No. 1. Fred Goepper & Son et al., Indianapolis, Ind 
vs. C. I. & W. et al. 

Unjust, unreasonable, discriminatory weighing charges on coal. 

Asks cease and desist order, just, reasonable and non-discrimi- 


natory weighing and reweighing rules, regulations and charges, 
and reparation. 


. 15450. National Laundry Owners’ Assoc., LaSalle, Ill., vs. Amer 
ican Railway Expresse et al. 

Alleges that official express classification rating, and rates and 
charges resulting therefrom, applied to laundry in baskets of 
hampers, are unjust, unreasonable, discriminatory, and pre 
ferential of other commodities provided for in said classification, 
rated second class, and that the existing express classification 
of laundry constitutes an unreasonable practice in violation of 
sections 1, 2 and 3 of the act. Asks cease and desist order, just, 
reasonable, non-discriminatory and non-preferential classifica 
tion rating. 


No. P ary — Evans Milling Co. et al., Indianapolis, Ind., vs. B. & 

. et al. 

Alleges that the rules, rates, routes and transit privileges 4)- 
plicable therewith as maintained by the Illinois Central, C 
C&S , on grain and grain products to Loutsville, Ky., at 
discriminatory as to Indianapolis and preferential of Louisville 
billers and grain merchants. Ask cease and desist order, mill 
ing-in-transit at Indianapolis, and grain and product rates 00 
higher than the current grain rates from I. C. stations to Lous 
ville maintained via Indianapolis, when for either Louisville prop 
or destinations in the south based on Louisville as a gatewa! 
and other relief. 

No, 15452. The Harbauer Co., Toledo, O., vs. Ann Arbor et al. . 

Unjust, unreasonable, discriminatory, prejudicial or preferentia 
rates on pickles from points in Michigan, Ohio and Indiana ,- 
Toledo. Asks cease and desist order, just and reasonable rate 
and reparation. 

No, 15453. The Berger Mfg. Co. et al., Canton, O., vs. Wheeling & 
Lake Erie et al. i A 

Unjust and unreasonable rates on sheet iron and iron roe 
from Canton, O., to Dallas, Tex. Asks cease and desist ordeh 
just and reasonable rates and reparation. } 

No. — County of Becker of Minnesota vs. Director-General # 
agent. ide 

Unjust and unreasonable rates on gravel from Detroit, Mint. 
to Lake Park, Minn. Asks reparation. . 

No. 15455. Dixie Portland Cement Co., Chattanooga, Tenn., V5 * 


& W, et al. a ant 
Unjust, unreasonable, prejudicial and discriminatory rates 
charges on gypsum rock from Plastico and Saltville, Va. 


Richard City, Tenn. Asks cease and desist order, just and reas 
able rates: and reparation. 
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PORT OF SEATTLE 


HARBOR FACILITIES 


The Port of Seattle facilities for storage and distribution are unex- 
celled in the Pacific Northwest. 


The waterside warehouses and cold storage plants are located in the 
rear of the transit shed. 


The terminals are served by all trans-continental rail lines. 


The terminals are served by over 1,000,000 dollars worth of me- 
chanical handling equipment. 


The coordination of these shipping facilities makes for despatch in 
handling shipments and lowers terminal distribution costs. 


The Port of Seattle docks and warehouses are located, constructed and 
equipped so that the shipper gets satisfactory service at a minimum cost. 


ete ory oe PORT OF SEATTLE, Seattle, Washington 


























ESTABLISHED 1868 














The experience of Four (4) warehouses, 


255,000 square feet 
floor space, makes 
it possible for us to 


over half a century 
in the WAREHOUSE 
and TRANSFER bus- 
iness in PORTLAND 
has taught us that 
satisfactory service 
makes satisfied 
customers. 


take care of your 
business in a credit- 





able manner. No 






switching charges 
on C. L. shipments. 


Let Us Show You How to Reduce Your Overhead 


and Increase Your Profits 





OUR SLOGAN: SATISFACTORY SERVICE MAKES SATISFIED CUSTOMERS 


OREGON TRANSFER CO. 


474 GLISAN STREET 
ne wo. Othe, “re PORTLAND, OREGON New York Office 


100 Broad Street 
































































































































































































1634 


No. 15456. Traffic Bureau of Nashville, Tenn., 
Line et al. 

Alleges that complainant’s members engaged in the rvasting 
and jobbing of coffee at Nashville, Tenn., have been subjected 
to the payment of rates and charges for the transportation of 
green coffee, carload, which were when exacted and still are 
unjust and unreasonable and unduly prejudicial. Asks cease and 
desist order, a rate of 41 cents per 100 pounds or such other rate 
as the Commission may deem reasonable and just, on green coffee, 
carload, from Jacksonville, Fla., Brunswick and Savannah, Ga., 
and Charleston, S. C., to Nashville. 


No. 15457. Jackson Traffic Bureau, Jackson, Miss., vs. Illinois Central. 
Unjust, unreasonabie and preferential rates, in violation of sec- 
tion 4, on burlap bags from New Orleans, La., to Jackson, Miss. 
Asks for rate of 32 cents per 100 pounds, and reparation. 
No. 15458. National Supply Co., Lincoln, Neb., vs. Director General 
as agent. 
Unjust and unreasonable rates on coal from Marshall, Colo., 
to Stanhope, Ia., and from Frederick, Colo., to Fredericksburg, Ia. 
Asks waiver of additional charges asked and reparation. 


No. 15459. Joseph Musto Sons-Keenan Co., San Francisco, Cal., vs. 
Southern Pacific et al. 

Unjust and unreasonable rates and charges on crushed marble 
from Los Angeles, Cal., to Fort Bliss, Tex. Asks reparation. 
No. 15460. Sioux City Seed Co., Sioux City, Ia., vs. Chicago & North 

Western et al. 
Unjust and ‘unreasonable charges on one carload of rape seed 
from San Francisco to Sioux City, Ia. Asks reparation. 
No. 15461. Midland Coal Co., Kansas City, Mo., vs. Director General 
as agent, St. Louis-San Francisco et al. 
to Stark City, Mo. Asks cease and desist order, just and reason- 
Unjust and unreasonable rates on coal from Hammond, Kans., 
able rates, and reparation. 


No. 15463. St. Louis Chamber of Commerce et al., St. Louis, Mo., 
vs. Aberdeen & Rockfish et al. 

Alleges that class and commodity rates are published from 
St. Louis to destinations in Texas which are unjust and un- 
reasonable and unduly preferential of origin points in Louisiana 
and Texas, and unduly prejudicial to St. Louis, in violation of 
Sections 3 and 13 of the act to regulate commerce; that rates 
from St. Louis to points in Louisiana and Texas are unjust and 
unreasonable, unduly preferential of eastern origin points, and 
unduly prejudicial to St. Louis; that rates are published from 
eastern origin points to destinations in Louisiana in violation of 
Secton 4; that rates are published from St. Louis to Arkansas 
points which are unjust and unreasonable, unduly preferential 
of eastern origin points, and unduly prejudicial to St. Louis and 
related points; that rates from eastern origin points to destina- 
tions in Arkansas are in violation of Section 4; that in publi- 
cation of rates from eastern origin points to destinations in 
Louisiana, Texas and Arkansas, the rail carriers serving the 
inland points of origin do not concur in the various tariffs pro- 
viding through rates to the destinations indicated and that there- 
fore rates from eastern origin points are published in tariffs which 
are in violation of Section 6; that rates are established from 
Chicago and points related thereto to destinations in Texas, 
Louisiana and Arkansas, which are unduly preferential of Chi- 
cago and related points and unduly prejudicial to St. Louis and 
points grouped therewith; that through rates on iron and steel 
articles are established from iron producing points in Alabama, 
Georgia and Tennessee to destinations in Louisiana which are 
improperly related to the rates from St. Louis and points. grouped 
therewith to the same destinations in Louisiana and that such 
rates are unjust, unreasonable, unduly preferential of origin 
points in Alabama, Tennessee and Georgia, and unduly preju- 
dicial to St. Louis and points grouped therewith; that the rates 
on glass bottles, carload, from St. Louis and points grouped 
therewith to destinations in Texas, Louisiana, Oklahoma and 
Arkansas are on a substantially higher level for similar distances 
that the rates on the same commodity from Texas, Louisiana, 
Arkansas and Oklahoma points of origin to destinations in Texas, 
Louisiana, Arkansas and Oklahoma, applicable both to inter- 
state and intrastate traffic and that such rates are unjust and 
unreasonable and unduly preferential of origin points and unduly 
prejudicial to St. Louis and points grouped therewith; that 
through rates from points east of the Mississippi River to Hous- 
ton, Galveston and points grouped therewith are unjust and un- 
reasonable, unduly preferential of points east of the Mississippi, 
and unduly prejudicial to St. Louis and in violation of Section 4. 
Asks cease and desist order, just, reasonable, non-preferential 
and non-prejudicial rates. 


No. 15464. Jonesboro Freight Bureau et al., Jonesboro, Ark., vs. St. 
Louis-San Francisco. 

Alleges that defendant’s tariffs accord to West Memphis, Ark., 
and Memphis, Tenn., respectively the privilege of drawing un- 
compressed cotton from the compress points of Jonesboro and 
Walnut Ridge, Ark., to West Memphis and Memphis for concen- 
tration, compression and warehousing, while defendant’s tariff 


v Altiantic CX 


Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


January 2—Santa Fe, N. M.—Examiner Jewell: ’ 
SS oe Corporation Commission of New Mexico vs. Santa Fe 
y. et al. 
January 2—Chicago, IIl.—Examiner Pattison: 

Fourth Section Application No. 12436—Reduced rates on commodities 
from originating territory west of the Indiana state line to Pa- 
cific coast terminals. 

January 3—Wheeling, W. Va.—Examiner Sharp: 

15367—The Superior Coal Company vs. Director General, 

W. Va. Ry. et al. 7 


January 3—Johnstown, Pa.—Examiner Witters: 
15058—M. K. Piper and Walter L. Piper, partners, trading as M. K. 
Piper Coal Company vs. James S. Blair and David Blair, operating 
the Blair Railroad. 
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s not permit Jonesboro, Ark., to draw uncompressed cotton 

West Memphis, Walnut Ridge and Memphis, to Jonesboro 
for concentration, compression and warehousing; that the priyj: 
leges extended to West Memphis and Memphis with the result. 
ing practice thereunder are unjust and unreasonable, unduly 
preferential of West Memphis and Memphis and unduly prejudicig] 
to Jonesboro; also alleges that undue preference is accorded the 
compress point of Blytheville, Ark. Asks cease and desist order, 
cancellation of the unjust and unreasonable privileges, practices, 
rules and regulations, or establishment of privileges, etc., Com. 
mission may deem proper and necessary for the removal of the 
law of violations complained of. 


No. 15465. Empire Refineries, Inc., et al., Tulsa, Okla., vs. Houston 
& Texas Central et al. 
Unjust and unreasonable rates on lubricating oil from Galena, 
La Porte, Clinton, Houston and other Texas points, to Ponca City, 
Okla., Okmulgee, Okla., and Coffeyville, Kan. Asks reparation 
and just and reasonable rates. 


No. hy~ Bisbee Linseed Co., Philadelphia, Pa., vs. Pennsylvania 
et al. 

Unlawful rates and charges on linseed oil from Philadelphia, 

Pa., to points in C. F. A. territory, Rochester and Buffalo, N, y, 

— cease and desist order, just and reasonable rates, and repa- 
ration. 


No. — Line-Haul Absorptions by Pittsburgh & Lake Erie Rail. 
road. 

This is an investigation instituted by the Commission on its 
own motion with respect to absorption by the P. & L. E. of inter. 
state line-haul charges of the Pennsylvania applying betwee 
Pittsburgh, Pa., stations and Pittsburgh or Homestead, Pa. 


No. 15467. Acme Brick Co. et al., Fort Worth, Tex., vs. Abilene % 
Southern et al. ; 

Unjust, unreasonable, discriminatory and preferential rates o 
brick and other clay products from Perla and Fort Smith, Ark, 
and from Bennetts, Denton and Wichita Falls, Tex., to points jp 
— Asks cease and desist order and just and reasonable 
rates, 


No. 15468. The Cleveland Provision Co. et al., Cleveland, Ohio, vs. 
Santa Fe et al. 

Unjust, unreasonable, preferential or prejudicial rates and 
charges on ordinary live stock from live stock markets and othe 
origin points in Illinois, Iowa, Kansas, Minnesota, Missouri, Ne- 
braska, South Dakota and Wisconsin, to Cleveland, Ohio. Asks 
cease and desist order, just and reasonable rates, and reparation 


No. ee. Transcontinental Oil Co., Pittsburgh, Pa., vs. Rock Island 
et al. 
Unjust, unreasonable and prejudicial rate on one carload of oil 
ae from Jakehamon, Tex., to Eldorado, Ark. Asks rep- 
aration. 


No. 15470. The Palmer Lime & Cement Co., York, Pa., vs. Pennsyl- 
vania et al. 

Unjust, unreasonable and prejudicial rate on shipment of agri- 
cultural lime from York, Pa., to Motters, Md. Asks that defend- 
ants be ordered to cease and desist in effort to collect unlawful 
charges or reparation. 


No, 15471. Southeast Missouri Compress Co., Caruthersville, Mo., vs 
St. Louis-San Francisco. 

Alleges that rules and regulations prescribed by defendant on 
shipments of cotton are unreasonable and prejudicial to com- 
plainant and discriminate against the compresses of complain- 
ant at Hayti and Caruthersville, Mo., in favor of compressé 
located at other points, and particularly at Blytheville and Wet 
Memphis, Ark. Asks cease and desist order, just, reasonable, 
non-discriminatory, non-prejudicial privileges, practices, rules and 
regulations. 

No. 15472. Oklahoma Publishing Co. et al., Oklahoma City, Okla., ws 
Santa Fe et al. 

Excessive, unjust and unreasonable rates on paper and papi 

articles from points in Wisconsin, Michigan, Missouri, Minnesota 


and other states to Oklahoma City and Guthrie, Okla. Asks rep 
ration. 
No. 15473. The Oklahoma Leader Company, Oklahoma City, Okla, 


vs. Santa Fe et al. : 
Unjust and unreasonable rates on newsprint paper from Me 


rill, Wis., and Groos, Mich., to Oklahoma City, Okla. Asks repé 
ration. 
No. 15474. The Charles Wolff Packing Co., Topeka, Kan., vs. Arkal 


sas Western et al. 

Unjust, unreasonable, and prejudicial rates and charges i 
packing house products and fresh meats from Topeka, Kan., t 
points in Oklahoma, Texas, New Mexico, Arkansas and Louisiane 
Asks cease and desist order, just and reasoneble rates and 
reparation. 











January 3—Washington, D. C.—Examiner Hunter: RY 
a Evening Star Newspaper Company vs. Can. Pac. ™ 
e 
January 3—Argument at Washington, D. C.: : Z if 
Supp. Fourth Section Order No. 7542—Petition of Missouri tr 
R. R. for modification of Supp. Fourth Section Order No. 7542, t 
ey 8, entered in Memphis-Southwestern Investigation, 80 I. C. 


1. and S. No. 1802—Cancellation rule for constructing combinalif 
rates on lumber between southern points and Ohio and M 
sippi River crossings. 

January 3—Washington, D. C.—Examiner Hunter: td 

15199—Washington Publishers’ Assn. et al. vs. B. & O. R. R. @ . 

January 3—Atlanta, Ga.—Commissioners Esch and Campbell and 4 
aminers Keene and Beach; ' 

15263—In the matter of rates and charges on grain and grain Ph™ 


- ucts. 
January 3, 1924—Pittsburgh, Pa.—Examiner Disque: 
15110—Jones & Laughlin Steel Corporation vs. B. & O. et al. 
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ia ANNOUNCING THE 1924 EDITION 


The FREIGHT TRAFFIC RED BOOK 


**The Encyclopedia of the Traffic Department’’ 


= 


: Th if “ a i -\! z = The Recognized 


| tle Hit | ; 

. i Hy | a q Ma yee : y Pays Authority on 

AL 2 eS NS“ Traffic Procedure 
a SZ **'\ : | iM) Now a Volume of 


608 Pages 


Ce) S = All sections have been revised and brought 
OF, Y/ : up-to-date, and many enlarged and several 
NINN new sections added. 

complete, time-saving, convenient Reference Book, an Encyclopedia on Domestic and Foreign 
raffic, and a Text Book—all combined UNDER ONE COVER.—Can you afford to be without it? 
an No advance in price. $6.00, postpaid, including supplements to November 1, 1924. 

oiewid THE TRAFFIC PUBLISHING COMPANY, 150 Lafayette Street, New York, N. Y. 
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BILL OF 





Ours are guaranteed to 
be in conformity with 
the latest rulings of the 
Interstate Commerce 
Commission, and meet 
the recommendations of 
the carriers with regard 
to quality of paper, size, 
arrangement of type, etc. 


In stock, ready to ship 
at a moment’s notice. 
Straight bills are avail- 
able in triplicate and 
quadruplicate; also extra 
memoranda; order bills 
in triplicate only. 


Send for samples and a 


price list. 


And ask about our new loose- 
leaf book that enables you to 
keep an accurate record of 
your cars at a surprisingly 
low cost. 


Merchandise Department 


The Traffic Service Corporation 


“dependable forms’’ 


418 South Market Street, Chicago, II. 
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january 4—-Argument at Washington, D. C.: 
13010 (and Sub. No. 1)—New York Dock Railway vs. B. & O. et. al, 
49 ve ae s~ gee oon Company vs. Director General, C. B, 
Q. R. R. et al. 
January 5—Cleveland, Ohio—Examiner Sharp: 
wi eae Oil Corporation et al. vs. Director General, A. C. L, 
. R. et al. 
14845—The Cleveland & Western Coal Co. vs. Director General. 
January 5—El Paso, Tex.—Examiner Jewell: 
1. & S. No. 1979—Cantaloupes and melons from California to points 
in Arizona, New Mexico and El Paso, Tex. 
January 5—Memphis, Tenn.—Examiner McChord: 
1 and S. No. 1977—Grain and grain products from Memphis, Tenn., 
to Carolina territory. 
* 1, and S. No. 1977 (first supplemental order)—Grain and grain prod- 
ucts from Memphis, Tenn., to Carolina territory. 
January 5—El Paso, Tex.—Examiner Jewell: 
and S. No. 1979 (first supplemental order)—Cantaloupes and 
melons from California to points in Arizona, New Mexico and E] 
Paso, Tex. 
January 7—Cleveland, Ohio—Examiner Sharp: 
15176—The Glidden Company vs. Erie R. R. et al. 
15253—The Cleveland Provision Company vs. Santa Fe Ry. et al. 
January 7—Argument at Washington, D. C.: 
12964—Consolidation of Railroads. 
January 7—Washington, D. C.—Examiner Griffin: 


12267—Lancaster Steel Products Corp. vs. Director-General, B. & 0, 
R. R. et al. 


January 7—Phoenix, Ariz.—Examiner Jewell: 
' 15238—Arizona Corporation Commission vs. Arizona Eastern R. R. 


et al. 
15332—State of Arizona, ex rel., Arizona Corporation Commission vs. 
Arizona Eastern R. R. et al. 
January 7—Pittsburgh, Pa.—Examiner Witters: 
* 15335—Niagara Wall Paper Company et al. vs. M. D. & S. R. R. et al. 
15368—The Standard Boiler & Plate Iron Company vs. P. R. R. et al. 
January 8—Memphis, Tenn.—Examiner McChord: 
I. and S. No. 1982—Burlap bags from Memphis to Knoxville, Tenn. 
January 8—Pittsburgh, Pa.—Examiner Witters: 
* 15373—Piedmont Oil Company vs. A. & V. Ry. et al. 
January 9—Phoenix, Ariz.—Examiner Jewell: 
' 15153—Arizona Cattle Growers’ Association vs. Apacha Ry. et al. 
January 9—Pittsburgh, Pa.—Examiner Witters: 

15329—Pennsylvania Sand & Gravel Producers’ Association et al. 
ve. B & OO. KR. KR. et al. 

January 9—Jonesboro, Ark.—Examiner McChord: 

1. and E. No. 1969—Compression, concentration ind storage of cot- 
ton. 

January 9—Helena, Montana—Board of R. R. Commissioners of Mon- 
tana: 

Finance No. 3244—In the matter of the application of the Northern 
Pacific Ry. for a certificate of public convenience and necessity 
authorizing it to abandon its Red Mountain Branch, a line of 
railroad 15.76 miles in length located in Lewis and Clark county, 
Montana. 

Finance No. 3245—In the matter of the application of the Northern 
Pacific Ry. for a certificate of public convenience and necessity 
authorizing it to abandon its Marysville Branch, a line of railroad 
12.57 miles in length located in Lewis and Clark county, Montana. 

January 10—Phoenix, Ariz.—Examiner Jewell: 

be ‘ay arena Light & Power Co. et al. vs. Arizona Eastern R. R. 
et al. 

O77 Arete, Corporation Commission vs. Arizona Eastern R. R 
et al. 

January 10—Detroit, Mich.—Examiner Sharp: 
— Motors Corporation vs. Director General, N. Y. C 


January 10—Washington, D. C.—Examiner Barclay: 
* 12066—Construction and repair of railway equipment (with refer: 
ence to locomotive equipment of the Erie Railroad Company). 
January 10—Jonesboro, Ark.—Examiner McChord: 
15378—Jonesboro Freight Bureau et al vs. St. L.-S. F. et al. Por- 
tions of fourth section applications Nos. 462 :t al. filed by F. A. 
Leland, concerning rates on lumber from Memphis, Tenn., and 
other points, to Des Moines, Ia. 
January 10—Salt Lake City, Utah—Examiner Pattison: 
13588—Western Coal Rates. 
9613—Cameron Coal Company et al. vs. A. T. & S. F. Ry. et al. 


January 11—St. Louis, Mo.—Examiner Disque: 
13535—Thc, Corporation Commission of Oklahoma vs, A. & R. et al. 
13800—J. A. Waldrep et al. vs. Santa Fe et al. 
14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. et al. 
15217—West Texas Chamber of Commerce vs. Santa Fe et al. 
15231—The Board of R. R. Commissioners of Iowa vs. Santa Fe et 4l. 
Various fourth section applications filed by F. A. Leland and 
others relative to rates ‘on classes and commodities in the ter 
ritory involved in the above complaints. 
January 11—St. Louis, Mo.—Examiner Disque: 
15463—-St. Louis Chamber of Commerce et al. vs. Aberdeen & Rock- 
fish R. R. et al. 


January 12—Kalamazoo, Mich.—Examiner Sharp: 


15381—Vera Chemical Company of Canada, Ltd., vs. Ala. Cent. R. R. 
et al. 


January 14—Grand Rapids, Mich.—Examiner Sharp: 
15146—Holland Furnace Company vs. Santa Fe Ry. et al. 
14751—Valley City Milling Company vs. C. & O. Ry. et al. 

January 14—Washington, D. C.—Examiner Pyne: R 
2 he ee ore Chamber of Commerce et al. vs. W. Md. RY 

et al. 

January 14—Duluth, Minn.—Examiner Money: a 
i. and S. No, 1975—Non-application of class rates on fish betwé 

stations on Maine Central Railroad. 


January 14—Salt Lake City, Utah—Examiner Pattison: aities 
Fourth Section Application No. 12436—Reduced rates on commo Par 
from originating territory west of the Indiana state line to 

cific coast terminals. 
January 14—Washington, D. C.—Examiner Cassidy: al 
* 15448—Williamson, Inman & Stribling vs. L. & N. R. R. et al 
January 14—Washington, D. C.—Examiner Marchand: : ie 
Valuation Docket. 260—In re tentative valuation of the proper 
of Pere Marquette R. R., Grand Rapids, Kalkaska & Southeas 
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Los Angeles, Cal., 605 So. Spring St. 
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Boston, Mass., 40 Central St. 

Buffalo, N. Y., 409-410 Iroquois Bldg. 

Chicago, Ill., 707 Mer. Loan & Trust Bldg. 
Id. Ry: 940 Rookery Bldg. 

Chippewa Falls, Wis. 

Cincinnati, O0., 409 Traction Bldg. 


Pittsburgh, Pa., 340 Sixth Ave. 

Portland, Ore., 55 Third St. 

St. Louis, Mo., 2050 Railway Exch. Bldg. 

St. Paul, Minn., 1112 Merchants National 
Bank Bldg. 


San Francisco, Cal., 675 Market St. 
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forms— 


THE 


THE PROPER WAY 
TO FILE YOUR CLAIMS 


is on the 


CLAIM FORMS 


Recommended by the American 
Railway Association, the Na- 
tional Industrial Traffic League 


and the Interstate Commerce 
Commission. 


Standard Form for Presentation of Overcharge Claims 





Those we have in stock conform closely to 
those recommendations and you may be 
sure that no fault will be found with your 


claim on that score if our claim forms are 
used. 


There are two kinds of these forms, one for 


overcharge claims and one for loss and 
damage claims. 


Among the other documentary forms per- 
taining to claims, carried in stock for im- 
mediate delivery, are the following: 


Express Claim Forms 


Concealed Loss and Damage 
Claim Forms 


Claim Affidavits 
Claim Record Sheets 
Claim Tracers 


Send for complete catalog and price list. 


Merchandise Department 


THE TRAFFIC SERVICE CORPORATION 


418 So. Market Street, Chicago, II. 


Ask about our new Loose-leaf car record book. 
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fm. &. Co., Huron & Western R. R. Co., and Chicago & West 
Michigan Ry. Co. 


January 14—Dallas, Tex.—Examiner Disque: 

13535—The Corporation Commission of Oklahoma vs. A. & R. et al 

13800—J. A, Waldrep et al. vs. Santa Fe et al. 

14416—Little Rock Board’ of-Commerce vs. A. & S. Ry. et al. 

14880—Dallas Chamber of Commerce et al. vs. A. & R. et al. 

15217—West Texas Chamber of Commerce vs. Santa Fe et al. 

15231—The Board of R. R. Commissioners of Iowa vs. Santa Fe et al, 
Various fourth section applications filed by F. A. Leland and 
others relative to rates on classes and commodities in the terri- 
tory involved in the above complaints. 

Fourth Section Application No. 12446, et al., filed by F. A. Leland, 


relative to rates on paper from points in St. Louis territory to 
southwestern points. : 


Fourth Section App. No. 12442 et al., filed by F. A. Leland, con- 
cerning rates on roofing material from St. Louis, Mo., and points 
in defined territory taking same rates to the Beaumont-Galves- 
ton-Houston-Orange groups, etc. 

January 14—Huntington, W. Va.—Examiner McChord: 

‘I. and S. No, 1972—New iron and steel rails and cross ties from 
Huntington, W. Va., to points in Maryland, Pennsylvania and 
West Virginia. 

January 14—Washington, D. C.—Chief Examiner Butler: 

* 15006—In the matter of rates, charges, classifications, regulations 
and practices governing the transportation of anthracite coal. 
January 15—Chicago, Ill—Commissioners Esch and Campbell and Ex- 

aminers Keene and Beach: 

ba =a the matter of rates and charges on grain and grain prod- 
ucts, 

January 16—Los Angeles, Cal.—Examiner Jewell: 

* 1. and S. No. 1990—Furnishing ice and salt for protection of perish- 
able freight. 

January 16—Buffalo, N. Y.—Examiner Sharp: 

15310—Pratt & Lambert, Inc., vs. N. Y. C. R. R. et al. 

January 16—Minneapolis, Minn.—Examiner Money: 

Il. and S. No. 1960—Dockage, handling and storage charges at Du- 
luth, Minn., and other Lake Superior ports. 

January 16—Argument at Washington, D. C.: 

Finance No. 2556—In the matter of the application of the Jefferson 
Southwestern R. R. Co. for a certificate of public convenience and 
necessity authorizing the construction of a line of railroad and 
for permission to retain the excess earnings thereof. 

January 16—Washington, D. C.—Examiner Eshelman: 

Val. Dkt. No. 166—In re tentative valuation of the property of the 
Boston Terminal Company. 

January 17—Minneapolis, Minn.—Examiner Money: 

Il. and S. No. 1766—Intermediate routing via North Dakota junc- 
tions on transcontinental traffic. 

January 17—Buffalo, N. Y.—Examiner Sharp: 

15314—Lockport Paper Company vs. Md. & Pa. R. R. et al. 

January 17—Argument at Washington, D. C.: 

bi? Ayaan Coast Lumbermen’s Association et al. vs. A. & S. Ry. 
et al. 

January 17—Butte, Mont.—Examiner Pattison: ‘ 

Fourth Section Application No. 12436—Reduced rates on commodities 
from originating territory west of the Indiana state line to Pa- 
cific coast terminals. 

January 18—Los Angeles, Cal.—Examiner Jewell: 

15240—Sid F. Mauk Produce Company vs. Director-General. 

15248—California Sales Company vs. Director-General. 

15249—California Cotton and Factorage Co. vs. Director-General. 

15249 (Sub. No. 1)—Edw. M. Fowler vs. Director-General et al. 

January 18—Argument at Washington, D. C.: 

14243—Express Publishing Company vs. Albany Southern R. R. etal. 

14359—Herald News Company vs. Albany Southern R. R. et al. 

14363—The C. H. Young Company et al. vs. C. I. & L. Ry. et al. 
14404—Atlas Metal Works et al. vs. A. C. & Y. Ry. et al. 

January 18—Auburn, N. Y.—Examiner Sharp: 

15414—Marcellus & Otisco Company, Inc. vs. N. Y. C. R. R. 

January 19—Binghamton, N. Y.—Examiner Sharp: 

15242—Levene’s Sons vs. Erie R. R. et al. ; 

15243 (and Sub. No. 1.)—Levene’s Sons vs. Erie R. R. 

15250 (and Sub. No. 1.)—Levene’s Sons vs. D. L. & W. R. R. et al. 
Portions of fourth section app. No. 1787, filed by Erie R. R, 
concerning rates on scrap paper from Newburgh, N. Y., to Utica. 


aS et as compared with rates from Hancock and Susquehanna, 


January 19—Argument at Washington, D. C.: 
14729—Standard Oil Company (California) vs. Santa Fe et al. 
January 19—Boise, Idaho—Examiner Pattison: pe 
Fourth Section Application No. 12436—Reduced rates on commodities 
from originating territory west of the Indiana state line to Pa- 
cific coast terminals. 
January 21—Los Angeles, Calif.—Examiner Jewell: 
15429—Southwestern Shipbuilding Company vs. Director General, 
L. A. & S. L. R. R. et al. 
15439 (and Sub. No. 1.)—Edw. M. Fowler, trading as Edw. M. 
Foyler & Co. vs. Calif. Sou. Ry., Director General, et al. 
January 21—Philadelphia, Pa.—Examiner Sharp: = ’ 
1. and S. No. 1971—Cancellation of commodity rates on nitric acid 
from New Jersey and Pennsylvania to New Jersey, New York 
and Pennsylvania. 


January 21—Chicago, Ili—Examiner Money: : 
1. and S. No. 1948—Limestone from Illinois points to St. Louis, Mo. 


1. and S. No. 1986—Liquefied carbonic acid gas from Atlanta, Ga., to 
South Atlantic’ coast points. 


January 21—Spokane, Wash.—Examiner Pattison: ities 
Fourth Section Application No. 12436—Reduced rates on commodities 
from originating territory west of the Indiana state line to Pa 
cific coast terminals. 
January 21—Washington, D. C.—Examiner Marchand: h 
‘Vail. Dkt. No. 329—In re tentative valuation of the properties ef the 
Oregon-Washington Railroad & Navigation Company and De 
Chutes Railroad Company. ell 
January 21—Washington, D. C.—Commissioners Esch and Camp 
and Examiners Keene and Beach: ? a 
bg gs the matter of rates and charges on grain and grain pro 
ucts. 
anuary 21—Argument at Washington, D. C.: 
14544—The Gresselli Chemical Company vs. B. & O. R. R. et al. 
14609—Delta Beet Sugar Corporation vs. Director General. 
14675—Delta Beet Sugar Corporation vs. Director General. 


Decer 
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What the Pioneer Wirebound Box 
means to you 
et al. cost of shipping is a matter of increas- than nailed wood boxes, they cut lumber waste 
al. ing interest to manufacturers. The heavier- and save transportation charges. 
than-necessary box,the lighter-than-needed 
box, the broken box, the easily-pilfered box, the Made of tough rotary-cut lumber and bound 
one-trip box, the poorly-designed box are items | With strong steel wires, they are practically im- 
of waste that place a heavy tax on industry. mune to the destructive shocks and strains of 
et al. shipping. Fastened and sealed against theft in 
a To you Pioneer Wirebound Boxes and Crates _ one operation. 
hanna, mean the elimination of this burdensome tax— ; , , ’ 
if they can be adapted to your product. Pioneers Pioneers are delivered to you in flat folding 
are made in many sizes and shapes. They are form and three-fourths assembled. Save storage 
used by manufacturers in many different in- space or assembling costs. 
dities * : 
to Pa- dustries. Likely you, too, can use them. Your customers appreciate receiving shipments 
On your request we will be glad tosendaGen- in Pioneers, for they can open Pioneers just by 
eneral, eral Box Engineer to study your requirements clipping the wires. The top throws back, mak- 
iw. M. and design a Pioneer to suit your needs. This ing it easy to unpack. By splicing the wires—a 
will place you under no obligation of any sort. simple thing—the box is ready for reshipment. 
- in Pioneers give your goods maximum protection Write for General Box Service—a booklet of in- 
at a surprisingly low cost. Stronger and lighter formation on better boxing and crating methods. 
iis, Mo. 
Ga., to 
GENERAL BOX COMPANY 
iti g me & 
a 500 North Dearborn Street, Chicago, Iil. 
ss of the Sixteen Factories give you close at hand Service: 
ind Des Bogalusa, La. Cincinnati, Ohio Hattiesburg, Miss. Illmo, Mo. Louisville, Ky. Pearl River, La. 
‘ampbell Brewton, Ala. Detroit, Mich. Houston, Tex. Kansas City, Mo. Nashville,Tenn. Sheboygan, Wis. 
. P Brooklyn, N.Y. East St. Louis, Ill. New Orleans, La. Winchendon, Mass. 
in prod 
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14618—Jackson Traffic Bureau (for Jackson Fertilizer Co.) vs, Brim- 
stone R. R. & Canal Co. et al. 

January 22—Philadelphia, Pa.—Examiner Sharp: F 
15311—The Atlantic Refining Company vs. C. & O. Ry. et a! 
15413—England, Walton & Co., Inc., vs. Southern Ry. et ©), 

January 22—Argument at Washington, D. C.: 
14623—The Vitrolite Company vs. A. T. & S. F. Ry. et al 
. 14936—Iola Cement Mills Traffic Association et al. vs. Ark. \Vest« 


et 


Ry. et al. 
14936 (Sub. No. 1)—The Ash Grove Lime & Portland Cement Co. 
vs. Santa Fe et al 


14936 (Sub. No. 2)—Lehigh Portland Cement Co, vs. Ark. Western 


Ry. et al. 
— By - 3)—Oklahoma Portland Cement Co. vs. C. B. & Q. 
. R. et al. 
January 23—Washington, D. C.—Before Division 4 of the Commission: 
* Finance No. 3392—Application of Section 15a of the Interstate 
Commerce Act to Electric Railways. 
January 23—Washington, D. C.—Examiner Sweet: 

Val. Dkt,. No, 305—In re tentative valuation of the property of New 

Orleans, Great Northern R. R, Co. 
January 23—Toledo, Ohio—Examiner Money. 

1. and §. No. 1974 and. first supplemental order)—Switching charges 

on coal and coke at Toledo, Ohio. 
January 23—Argument at Washington, D. C.: 

14102—Crown Overall Manufacturing Co. vs. Director General, Ala. 
& Vicksburg Ry. et al. 

— (Sub. No. 1)—Crown Overall Manufacturing Co. vs. A. & V. 

y. et al. 

14121—The Jewel Company, Inc., vs. Santa Fe Ry. et al. 

14210—Lindeteves-Stokvis vs. Director General, B. & O. et al. 

14223—A. Klipstein & Company vs. Director General, Great North- 
ern R. R. et al. 

January 23—Portland, Ore.—Examiner Pattison: 

Fourth Section Application No. 12436—Reduced rates on commodities 
from originating territory west of the Indiana state line to Pa- 
cific coast terminals. 

January 23—Eau Claire Wis.—Railroad Commission of Wisconsin: 

Finance No, 3215—In the matter of the application of the Fairchild 
& North-Eastern Railway Co. for a certificate of public con- 


venience and necessity authorizing it to abandon its line of 
railroad. 


January 24—San Francisco, Cal.—Examiner Jewell: 
15169—Pacific Adjustment Company vs. O.-W. R. R. & Nav. Co. et al. 
15355—Dill-Crosett, Inc., vs. Director-General. 


January 24—Argument at Washington, D. C.: 
14010—United Verde Extension Mining Co. vs. Santa Fe et al. 
14071—-The Ohio Farm Bureau Federation vs. A. & W. Ry. et al. 
14660—The Federal Valley R. R. Co. vs. N. Y. C. R. R. et al. 
January 24—Eau Claire, Wis.—Railroad Commission of Wisconsin: 
Finance No, 3219—In the matter of the application of the Stanley, 
Merrill & Phillips Railway Co. for a certificate of public conven- 
ience and necessity authorizing it to abandon a portion of its 
line of railroad. 
January 25—Argument at Washington, D. C.: 
13796—The Public Service Commission of Indiana vs. Ann Arbor R. 


R. et al. 
14086—The Atlantic Refining Company vs. A. B. & A, Ry. et al. 
January 26—Argument at Washington, D. C.: 
14361—Virginia Chamber of Commerce vs. Santa Fe et al. 
14361 Day ~ 1*)—Virginia Chamber of Commerce vs. Ann Arbor 
R. R. et al. 
January 28—Austin, Texas—Railroad Commission of Texas: 
Finance Docket No. 2951—In the matter of the application of the 
Nueces Valley, Rio Grande & Gulf R. R. Co. for a certificate of 


public convenience and necessity authorizing it to construct a 
line of railroad, 


January 28—Reno, Nevada—Examiner Pattison: 

Fourth Section Application No. 12436—Reduced rates on commodities 
from originating territory west of the Indiana state line to Pa- 
cific coast terminals. 

January 29—Salt Lake City, Utah—Examiner Jewell: 
14973—Utah Idaho Sugar Company vs. Director-General. 
15277—Salt Lake Iron & Steel Company vs. Director-General. 

January 29—San Francisco, Calif.—Examiner Pattison: . 

Fourth Section Application No. 12436—Reduced rates on commodities 
from originating territory west of the Indiana state line to Pa- 
cific coast terminals. 

January 30—Salt Lake City, Utah—Examiner Jewell: 

15245—Anderson Taylor Company et al. vs. Santa Fe, Director- 
General, et al. 

January 31—Kansas City, Mo.—Examiners Keene and Beach: 
14393—Public Utilities Commission of Kansas vs. Santa Fe Ry. et al. 
15263—In the matter of rates and charges on grain and grain prod- 

ucts. 

January 31—Salt Lake City, Utah—Examiner Jewell: 
12821—Utah Fuel Company vs. Director-General. 

February 1—Fresno, Cal.—Examiner Pattison: 

Fourth Section App. No. 12436—Reduced rates on commodities from 


originating territory west of the Indiana state line to Pacific coast 
terminals. 
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February 4—Colorado Springs, Colo.—Examiner Jewell: 
14227—W. D. Corley vs. Director-General. 
Februcry 4—Washington, D. C.—Examiner Marchand: 
‘Val, Dkt. No. 312—In re tentative valuation of the properties of 
Ceorgia Railroad and the Georgia Railroad and Banking Company, 
Fep *'y 5—Denver, Colo.—Examiner Jewell: 
\442)--The Continental Oil Company vs. Director-General. 


15068 (and Sub. Nos. 1 to 9, incl.)—The Continental Oil Company 
vs. Director-General, et al. 


15086—The Continental Oil Company vs. Director-General. 
February 6—Denver, Colo.—Examiner Jewell: 
14966—The Conejos Co-operative Roller Mills & Mfg. Co. vs. Direc- 
tor-General, D. & R. G. W. et al. 
February 7—Denver, Colo.—Examiner Jewell: 
oe -Portland Cement Company et al. vs. D. & R. G. 
. et al, 

Portions of fourth section applications Nos. 637 and 12050, filed by 
F, A. Leland, relating to rates on cement from Ada, Okla., to 
Shreveport, Herdon, Zimmerman, Boyce and Alexandria, La., 
also New Orleans, La., etc. (in connection with I. & S. No. 1981). 

February 7—Denver, Colo.—Examiner Jewell: 
I. and S. No. 1981—Cement from Ada, Okla., to points in Louisiana. 
February 8—Denver, Colo.—Examiner Jewell. 

Fourth Section Application No, 959 and others, filed by W. A. Poteet, 
agent, and others, concerning sugar, etc., from points in Colorado, 
Kansas and Nebraska to points in Colorado, Nebraska, Kansas, 
Missouri, Oklahoma, Arkansas, Iowa, Louisiana and New Mexico: 
ae ee with various other commodities from and to various 

- S. points. 

Fourth Section Application No. 675, filed by F. A. Leland, concern- 
ing rates on classes and commodities from Colorado common 
points and from points in Nebraska, New Mexico and Wyoming 
*to Ft. Worth, Dallas, Houston, San Antonio and other Texas pts. 


February 9—Phoenix, Ariz.—Examiner Pattison: 

Fourth Section Application No. 12436—Reduced rates on commodities 
from originating territory west of the Indiana state line to Pa- 
cific coast términals. : 

February 11—Phoenix, Arix.—Examiner Pattison: 

Finance No. 3340—In the matter of the application of the Southern 
Pacific Co. to acquire control, by lease, of the railroads of the 
Arizona Eastern R. R. Co. and the Phoenix & Eastern R. R. Co. 

February 11—Washington, D. C.—Examiner Gibson: 

Val. Dkt. No. 130—In re tentative valuation of the property of the 
Kentwood & Eastern Ry. Co. 

February 11—Washington, D. C.—Examiner Marchand: 

Val. Dkt. No. 65—In re tentative valuation of the property of the 
Great Southern R. R. Co. 

February 11—Washington, D. C.—Examiner Hunter: 

1. and S. No. 1878—Refrigeration charges, Florida, Maryland, Penn- 
sylvania and West Virginia to interstate destinations (hearing on 
that portion covering charges from points on the Western Mary- 
land from points as above to interstate destinations). 

February 12—Washington, D. C.—Examiner Sweet: 


Val, Dkt. No. 97—In re tentative valuation of the property of Luf- 
kin, Hemphill & Gulf Ry. Co. 





K. & |. T. BOND ISSUE 


The Chicago, Indianapolis & Louisville and the Southern 
have applied to the Commission for authority to guarantee 


° $217,000 of Kentucky & Indiana Terminal Railroad Company 


first mortgage 4% per cent gold bonds. The bonds are the 
same the Baltimore & Ohio recently asked the Commission for 
authority to guarantee. 


LEASE OF KEOKUK & DES MOINES 


Acquisition by the Chicago, Rock Island & Pacific of con- 
trol by lease of the Keokuk & Des Moines Railway Company 
has been approved by the Commission. The line extends from 
Keokuk to Des Moines, Ia., with approximately 162 miles of 
main line track. The Keokuk & Des Moines is controlled by 
the Rock Island through the ownership of a majority of capital 
stock, and the Rock Island and its predecessor have operated 
the line sincs 1878 under a lease expiring December 31, 1923. 





SOUTHERN TO EXTEND LINE 


The Southern Railway has appied to the Commission for 
authority to extend its line in Hawkins, Hamblen and Jefferson 
counties, Tennessee, by constructing a cut-off between Bulls 
Gap and Leadvale, Tenn., a distance of approximately 17 miles. 
On traffic moving over the cut-off betweeen points north and 
east of Bulls Gap and the Asheville gateway to the east and 
south, including coal traffic from the southwestern Virginia 
fields, a haul of 11.5 miles will be saved, the Southern said. 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


CHARLES E. BELL 


TRAFFIC ANALYST 
TRAFFIC ANALYSES 
RATE SURVEYS 
. RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 
630-632 Transportation Building 
Washington, D. C. 
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